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Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





REGULATION OF BARGE LINE 


HOUGH he may not have been conscious of the fact 

that he was doing so, Secretary of War Hurley this 
week, in deciding to ask the Commission to assist him 
in determining whether or not the suspended cotton rates 
of the Federal Barge Lines should be restored, took 
action that amounted to a frank admission that the port- 
to-port rates of the barge lines should be subject to 
regulation by the Commission. These rates are not now 
under the jurisdiction of the Commission. Mr. Hurley is 
to be commended for -acknowledging that he is not in 
position to pass on the question of whether or not the 
rates should be restored and for seeking the advice of 
a body that is equipped to pass on such questions. There 
is no obligation on the part of the Commission to assist 
the Secretary of War other than comity among govern- 
mental agencies. 

The action taken by Secretary Hurley is a practical 
illustration of why all the rates, charges, and practices 
of the government barge line, as well as other barge lines 
operating on the inland waterways, should be subject to 
regulation by the Commission. Though he has before him 
statements for and against the rates on cotton, he realizes 
that it will be exceedingly difficult for him, not having 
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dealt with the question of rates, to arrive at a just 
decision. The Commission probably can help him in this 
instance, but Congress should remove the necessity for 
such an appeal as that made by the Secretary of War 
by amending the law to give the Commission jurisdiction 
so that it may deal directly with all the rates of the 
barge lines. As things now stand, the government barge 
line, with its unrestricted power over port-to-port rates, 
can break down almost any rate structure the Commis- 
sion can prescribe in the territory in which the barge 
line operates. 


CONSTRUCTIVE WORK BY CLUBS 
HE Associated Traffic Clubs of America, at its 
recent convention in Tulsa, Oklahoma, did two 


things of outstanding importance. The first was to pro- 
vide for individual, sustaining memberships at ten dollars 
a year in order to provide funds for the expansion of its 
educational program. The sustaining member will have 
no right, as such, to vote in conventions of the association. 
He will receive, however, all the literature put out by the 
association. Perhaps the kind of persons contemplated 
as eligible for sustaining memberships would not think 
this an adequate return for the expenditure of ten 
dollars a year; the attempt, however, is not to sell them 
something for their money, but to give them an oppor- 
tunity to help make possible an expansion of the work 
the association is doing in assisting individual clubs in 
the study of both the technical and the broader trans- 
portation problems, and, in its national meetings also, 
through addresses by leaders in transportation thought 
and discussion on the floor, contributing to the study and 
understanding of the questions that must be answered 
correctly in maintaining a sound transportation system. 
The association makes no effort to decide these questions 
by the adoption of resolutions; it merely endeavors to 
have them discussed intelligently from all sides and to 
give publicity to the discussions. No other body is at- 
tempting this task and there ought to be enough persons 
interested in this educational work so that their con- 
tributions thus solicited will enable the association to 
carry out its plans fully and satisfactorily. Obviously, 
such a task requires money for its accomplishment. The 
association has no income except from dues of member 
clubs, and most clubs, however enthusiastic, are not in 
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position to pay dues of any consequence, especially when 
sending delegates to the national conventions entails 
additional expense. We hope there will be generous re- 
sponse to the appeal the association is about to make. 


The second thing was the authorization of its special 
committee on a national transportation research bureau 
to proceed with the task of endeavoring to bring about 
the institution of such a bureau by enlisting the interest 
of persons or organizations able to finance it. The com- 
mittee is composed of Professor L. C. Sorrell, University 
of Chicago, chairman; Professor Howard Kidd, Uni- 
versity of Pittsburgh; Professor G. Lloyd Wilson, 
University of Pennsylvania; Henry A. Palmer, editor and 
manager of The Traffic World; and a fifth person to be 
chosen by these four. It is actively at work and will 
make a report at the meeting of the association in St. 
Paul next April. 

This also is a thing that ought to have the support 
of all interested in scientific, unbiased consideration and 
settlement of the problems of transportation. The great 
trouble in their settlement is that there is selfishness, 
ignorance, and misrepresentation on both sides. This is 
to be expected. There should be recognized and authori- 
tative machinery for the determination of the facts in 
controversy—such facts, for instance, as the actual cost 
of water transport as compared with the cost of rail 
transport, and the amount paid by motor vehicles for the 
building and maintenance of highways as compared with 
what is paid by the ordinary taxpayer. Arguments on 
matters arising out of these questions are based on more 
or less ignorance of the facts, because no facts have been 
determined by any unbiased body. Nobody ought to 
oppose, but, on the other hand, everybody ought to favor 
some scientific means of determining such facts. It is 
this that the movement for a transportation research 
bureau or institute contemplates. 

True, we once had a transportation institute con- 
ceived along such lines. It accomplished little and died 
an early and merited death. There were two things that 
prevented and that any thinking person might have 
known would prevent its proper functioning. One was 
that the project was underwritten by the railroads. No 
doubt, the motive of the railroads was good and, so far 
as known, they never tried to influence the institute. 
In fact, the institute did so little that there could have 
been no influence—unless, indeed, influence was exerted 
for the purpose of preventing it from doing anything. 
The other was that those actively in charge of the work 
indulged in a mad scramble for big salaries. They gave 
only part of their time—and mighty little of that part 
—did practically nothing, and drew their pay. Such 
an enterprise could hardly succeed—and it did not. 


It may be that the right kind of transportation in- 
stitute can be set up. The difficulty is in enlisting suf- 
ficient support from the right kind of people—support 
both sentimental and financial. Such an institute would 
require an immense amount of money for its operation. 
The alternative is to induce some foundations or other 
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institution already in existence and established in the 
confidence of the public to undertake the work contem- 
plated. The Associated Traffic Clubs committee is investi- 
gating possibilities along both lines and may have some 
definite recommendations to make. It is moving in the 
right direction and the task it has undertaken is con- 
structive. 


TERMINAL SERVICES 


Attention of the Commission representatives at the hearing 
in Ex Parte 104, terminal services of Class I carriers, which 
began at Chicago before Director Bartel and Examiner Bardwell 
November 10 (see Traffic World, November 14, p. 1057), was 
focussed on allowances by the railroads to industries for spotting 
and switching services within industry plans performed by the 
industries themselves, as indicated by questions directed at the 
witnesses. An extensive assortment of details concerning ter- 
minal practices of the railroads, witnesses of which appeared 
in the course of the week, with little to serve as markers as 
to where the inquiry is leading, was accumulated. Comprehen- 
sive information covering terminal practices of the carriers 
represented on the stand, the tariff basis of the practices and 
charges, history, and other matters were placed in the record 
to be used in connection with information to be developed later, 
or Whatever use the Commission may care to make of it. 

The testimony indicated little uniformity as to the nature 
and amount of allowances by the railroads where industries did 
a part of the terminal work, or as to who (or under what condi- 
tions) received allowances, The “bargaining power” of the rail- 
road in the particular case plays an important part in the terms 
under which such allowances are performed, in the words of a 
New York Central witness, J. P. Patterson, traffic manager, lines 
west of Buffalo, who, among other things, testified as to all 
switching tariffs to which the line is a party in the territory 
west of Buffalo. Uniformly, as indicated by the testimony of the 
witnesses, the allowances to industries are approved by carrier 
committees having territorial jurisdiction, and are based on cost 
studies of greater or less exactitude. Accumulated operating 
experience and wisdom possessed by the approving executives as 
indicated in some instances, is largely the arbiter of the amount 
of such allowances. The reason for establishment of the allow- 
ance arrangement playing the most conspicuous part was that 
the industry could perform the service more cheaply than the 
carrier. The evidence so far has been to that effect almost 
without exception, according to a remark by Director Bartel. A 
prominent factor in that, as explained by T. E. Bond, traffic 
manager, E. J. & E., is that when the spotting service is per- 
formed by the carrier it is necessary to maintain a full switching 
crew of five, while two industry employes may perform the same 
work. Interference with industry operations, or the contrary, 
industry interference with the transportation job, were fre- 
quently assigned as contributing reasons for establishment of 
the allowances. 


Representatives of the Illinois Central, Chicago, Milwaukee, 
St. Paul and Pacific, C. I. & L., Chicago and Northwestern, E. J. 
& E., Rock Island, C. R. & L, I. H. B., Chicago Junction, and 
New York Central were heard in the course of the week ending 
November 19. Additional lines yet to respond at this hearing 
are the Burlington, the Alton, Chicago Great Western, Peoria 
and Pekin Union, and T. P. & W. It was thought the hearing 
would conclude November 21. 

Among the somewhat unusual situations developed either 
in the direct testimony or in cross-examination was the fact that 
a line haul carrier may give an allowance to an industry for 
intra-plant service performed in connection with cars delivered 
direct to the industry interchange track, but refuse the allow- 
ance for the same intra-plant service when the delivery is made 
to the industry through an intermediate switching carrier. An- 
other situation developed by questions from Director Bartel 
while Mr. Patterson was on the stand had to do with an ar- 
rangement at a plant in Columbus, O. Director Bartel was seek- 
ing to develop the views of the witness as to the responsibility 
of the carrier. It was pointed out that on line-haul business 
the New York Central made delivery to the industry through 
an intermediate switching carrier, and that the tariff of the in- 
termediate carrier covered the movement only from the point 
at which it received the car or cars from the New York Central 
to the industry interchange track. The witness was asked if 
the obligation of the line-haul carrier to deliver a shipment 
extended beyond the interchange track at the industry. Mr. 
Patterson contended that it did, and that the carrier might 
properly be compelled to give the industry an allowance for 
performing the spotting service. He held that a line-haul rate 
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obligates the‘carrier to move the car from the point at which it 
is loaded to the unloading point, except where the plant move- 
ment was more extensive than ordinarily contemplated. Direc- 
tor Bartel’s questions indicated that he differed with the wit- 
ness, or at least thought there was good grounds for questioning 
that the obligation of the line-haul carrier was not completed 
when the intermediate carrier had made delivery at the indus- 
try interchange track. 

E. Rigg, assistant general freight agent of the Rock Island, 
proved to be an exception to the rule that witnesses were not 
able to supply exact figures as to income and outgo of individual 
lines for absorptions of switching charges in line-haul rates. 
Testifying as to the entire Rock Island System he said his 
company paid out approximately $700,000 more in a year in 
switching absorptions than it received, believing that it was justi- 
fied in doing so to get line-haul traffic. A curious point was re- 
flected in his statement that the average absorption a car on 
traffic delivered and received by the Rock Island in connection 
with switch movements was exactly the same, $4.91, for cars 
handled where the absorption was paid out as where it accrued 
to the Rock Island. 

The extensive nature of services performed by the E. J. & 
E. at plants of the Illinois Steel Company, subsidiary of the 
United States Steel Corporation, in the Chicago district was 
responsible for testimony as to that being singled out for com- 
ment by those at the hearing. The steel company has plants 
at South Chicago, Gary, and Joliet, the Gary plant being the 
largest of its kind in the world. It was testified that there are 
more than 200 miles of track within the plant and that the rail- 
road operates twenty-five locomotives there in a twenty-four 
hour period to perform spotting and intra-plant service. The 
railroad, according to the testimony, performs the spotting serv- 
ice as a part of the line-haul service, at no charge, but exacts 
a per car charge for intra-plant movement. The spotting serv- 
ice, it was said, is performed at an average cost to the railroad 
of $2.50 a car. The maximum allowance that may be made to 
an industry in the district for intra-plant service is $1.85. 


CONTROL OF COTTON BELT 


The Traffic World Washington Bureau 


Final steps in the presentation to the Commission of the 
case for and against acquisition of stock control of the St. Louis 
Southwestern by the Southern Pacific was taken the last two 
days of the week ended November 14 when arguments were 
made in Finance No. 8393, application of the Southern Pacific 
Co. for authority to acquire control of the St. Louis South- 
western Railway Co. by stock purchases, and Finance No. 
8973, application of the Southern Pacific Co. for authority to 
issue not exceeding 66,268 shares of its common stock in ex- 
change for capital stock of the St. Louis Southwestern Railway 
Co. 

Opposition of other railroads, some conditional, required 
the Commission to allot an unusual amount of time for the 
presentation of the views of opponents. The Southern Pacific, 
in these cases, had the support of the Cotton Belt and of civic 
and traffic organizations in San Antonio and Houston, Tex., 
and St. Louis, Mo. 

The broadest claims in behalf of the Southern Pacific and 
the Cotton Belt were that the former needed the latter so as 
to enable it to reach the northern part of southwesern territory 
over rails controlled by it in competition with other big systems 
reaching the Pacific coast and not being confined to the southern 
part of that territory in Texas and Louisiana; and that the 
Cotton Belt needed the financial support that would come to it 
by reason of affiliation with the Southern Pacific. The Illinois 
Central, to which the Commission allocated the Cotton Belt in 
its complete plan for the consolidation of railroads, was not 
represented in the arguments. The broad claim made in behalf 
of the Cotton Belt by J. R. Turney was that it needed the affilia- 
tion because the Commission, through its approvals of acquisi- 
tions, had cut its connections, for an important part of its busi- 
ness, from ten to two and caused a loss to it of $10,000,000 a 
year to its competitors. 

Ben C. Day, one of the two attorneys presenting the views 
of the Southern Pacific, went so far as to say that help had to 
be given to the Cotton Belt soon or it would not be handling its 
own affairs, but that they would be handled in receivership. 

Time for argument was assigned, in addition to Mr. Day, to 
J. R. Bell, Southern Pacific; Grenville Clark, St. Louis South- 
western preferred stockholders; J. R. Turney, St. Louis South- 
western; U. S. Pawkett, San Antonio Traffic Bureau, San An- 
tonio Chamber of Commerce and Houston Chamber of Com- 
merce; J. M. Lashly, St. Louis Chamber of Commerce et al.; 
M. G. Roberts, St. Louis-San Francisco; T. D. Gresham, Texas 
& Pacific; E. J. White, Missouri Pacific; C. S. Burg, Missouri- 
Kansas-Texas; M. L. Bell, Chicago, Rock Island & Pacific; B. B. 
Cain, American Short Line Railroad Association; R. C. Duff, 
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Waco, Brazos, Trinity & Sabine; A. L. Burford, Louisiana, 
Arkansas & Texas, and Walter E. Meyer, minority stockholders 
of the St. Louis Southwestern. 

Objectors to the plan whereby the Southern Pacific would 
obtain not less than 85 per cent of the stock of the Cotton 
Belt, J. R. Bell said, were trunk lines affiliated, under the Com- 
mission’s plans, with one or the other big systems reaching 
the Pacific coast and competing with the Southren Pacific. His 
arguments along that line, after he had made a recital of the 
facts about the conditional acquisition of Cotton Belt stock, 
led Commissioner Lewis to ask whether the move on the part 
of the Southern Pacific was a defensive one. Mr. Bell said it 
was, adding, in answer to a question by Commissioner Porter 
that the acquisition, if allowed, would be beneficial to both 
railroads. The Rock Island, in its opposition, he said, wanted 
to get something. It wanted to compel the Southern Pacific to 
solicit traffic via the Rock Island. He wanted to know whether 
it would be thinkable that the Southern Pacific would do any- 
thing against the Rock Island and Texas & Pacific in view of 
the fact that the Southern Pacific would get some part of the 
haul on traffic routed via the Rock Island and Texas & Pacific, 
while if the Southern Pacific took a position against those 
roads it would force traffic to the Santa Fe and the Union 
Pacific systems, out of which the Southern Pacific would get 
no haul. 

In the course of Mr. Day’s exposition and explanation of 
the Southern Pacific’s plan and its financing, it was brought out 
that if the Commission did not approve the acquisition, the 
Southern Pacific stood to lose the $11,600,000 it had furnished 
for the conditional acquisition of Cotton Belt stock because it 
had furnished the money with which the American Securities 
Corporation, in September, had bought the stock held under 
option by Kuhn, Loeb & Co. The stock of that securities organ- 
ization is held by the Chemical Securities Co., affiliated with 
the Chemical National Bank, one of the agencies employed in 
the matter. Commissioner Eastman commented ‘on the matter 
based on his conclusion that the Southern Pacific was obligated 
in the stock purchases even if they were made on condition and 
that nothing the Commission might do could prevent the 
Southern Pacific taking a loss if the plan were not carried out. 
Mr. Day suggested that that was the only way such matters 
could be handled under the law as it stood. 

Mr. Day said that, in accordance with the suggestion of 
the examiner who wrote a proposed report in the case, the 
Southern Pacific had negotiated with minority stockholders on 
the basis of $100 a share for the preferred and $78 a share for 
the common stock and then submitted a proposition for an 
exchange of stock on the basis of one share of Southern Pacific 
for three of the Cotton Belt common and three shares of 
Southern Pacific for five of the Cotton Belt preferred. He 
admitted that Southern Pacific stock, now selling for about $50 
a share would have to go to about $240 to give Cotton Belt 
shareholders as much money as the Southern Pacific had paid for 
shares before the present market situation came about. 

Representatives of the stockholders of the Cotton Belt did 
not oppose purchase of the stock by the Southern Pacific, but 
asked that the Southern Pacific be required to look after the 
finances of the acquired road. Mr. Meyer, for the minority 
stockholders, expressed skepticism about the suggestions that 
the Cotton Belt might be headed toward receivership, especially 
in view of the fact that the road, only such a short time ago, 
was in such good condition. 

Railroad opposition to the acquisition was based upon 
allegations that the Southern Pacific, if enlarged as proposed, 
would be out of proportion to other systems extending as it 
would from Portland, Ore., to New Orleans, La., and St. Louis 
with its rail lines and to the Atlantic by means of its ship line. 

In behalf of the St. Louis-San Francisco and other railroads, 
in a limited way Mr. Roberts said that the Commission, if it 
allowed the acquisition, would disregard the rule it laid down for 
government of itself about the eastern termini of transconti- 
nental lines in its complete plan for the consolidation of rail- 
roads. He said that in the tentative plan it extended the transcon- 
tinental lines now ending at points other than St. Louis and 
Chicago to those cities. In the complete plan, he pointed out, 
the termini of such lines were left as at present. He attributed 
that change on that point to determination on the part of the 
Commission that it would not dry up the existing gateways in 
instances where the lines ended at points other than St. Louis 
and Chicago. He suggested that extending the Southern Pacific 
to St. Louis would have the effect of destroying the gateways 
in northern Texas. Mr. Roberts and other railroad attorneys 
pointed out, as they said, changes in position made by the 
Cotton Belt and the Southern Pacific in the consolidation and 
other acquisition cases, the allegation being made that in the 
consolidation case the Southern Pacific said it did not desire 
to come to St. Louis. 














na, 
BT's 


ld 
on 
m- 
ng 
lis 
he 
ik, 
irt 


er 
th 
ed 
to 
er 
\y- 
of 
1e 
ic, 


mn 
et 


of 
1t 
1e 


it 
S 
Tr 
l- 


= Ot ee 


Ga 


— SS Fe 





November 21, 1931 








Current Topics in 
Washington 





It may be that, in the course of 

How Altogether time, Americans will be persuaded 

that they should turn the business of 

Lovely Are the transportation over to the govern- 

Works of Government! ment. However, just at this time, 

those most familiar with the weird 

things Congress has done with regulation, if asked to vote on 
that matter, might turn thumbs down on such a proposition. 

Consider what has been the outcome of the administration 
of the fourth section, tightening of which part of the law has 
seemed to be the desire of the law-makers. Among other things, 
the fourth section has been a large fact in the leading up to 
the uncomfortable political situation caused by the government 
barge line’s dollar a bale rate on compressed cotton, 2,000 bales 
minimum. It may be suspected that that rate has caused some 
discomfort at the White House. Any one who has ever had to 
study politics and politicians can see grief for the man in the 
White House no matter what Secretary Hurley does about that 
rate. If he restores the rate he hurts the railroads, about whose 
condition the President is anxious. If he cancels it, growling 
by the cotton farmer cooperatives, if nothing more serious, may 
be expected. 

When the Commission, by its decisions about the disappear- 
ance of competition by water, forced the rail rates in the Mis- 
sissippi Valley to a dry land basis, so as to make them conform 
with the inter-mountain view as to the meaning of the fourth 
section, it laid the foundation for restoration of navigation on 
the Mississippi—at government expense—for a number of years. 
War time need for more transportation was also helpful, but 
it is believed that the valley’s pining for the low rates brought 
about by the now vanished competition between railroad and 
steamboat was the more powerful factor. In the port to port 
rates of the government and private barge lines, with which the 
railroads are not allowed to make effective competition, the 
aspirations of the valley, it is believed, came nearest to being 
achieved. Barge-and-rail-rates, in definite relation to all-rail 
rates, are appreciated, it is understood, by those who can use 
them, but they do not even approximate the low rates forced 
by the old competition. 

With one hand the government gave the valley rates on a 
dry land basis; with the other, through the government barge 
line, it has made an approach to the old low rate basis without 
allowing the railroads to offer the competition as to port to port 
rates, assuring them of a share of business and thereby putting 
up a warning to those thinking of going into carriage by water 
= the effect that they would be stepping into a buzz saw situa- 
tion. 

At this time the railroads, it is believed, could not go into 
competition with the barge lines in port to port rates without 
danger of forcing themselves into receiverships. In fact, when 
the railroads came to Washington about the dollar a bale rate, 
they said they could not afford to meet the rate nor afford to 
lose the cotton business. And the government barge line has 
defended its rate on the ground that the private barges would 
carry the cotton at a rate as low as the one it established and 
thereby deprive it of traffic it could not afford to overlook. 

Congress did not undertake to prevent the old fight to the 
finish between the railroads and the steamboats. The railroads 
are credited with having destroyed the competition. The fourth 
section has deprived them of the benefit gained by their victory. 
Now, if the government barge line is not permitted to make 
rates as low as the private barge lines, the latter, if they do not 
cut each other’s throats, may be allowed to reap the benefit of 
the old fight won by the railroads. 





A fundamental truth of first magnitude, as 


Idle Money many see the thing, was put forth by Dr. Julius 
Makes Klein, assistant secretary of the Department 

of Commerce, in a recent radio speech. It is 
Idle Men that, when money is unemployed, men are un- 


employed, or that idle money makes idle men. 
He did not cover the whole field, devoting himself only to that 
phase of the subject represented by hoarded or hibernating 
money. Hoarding he described as a “preposterous throw-back 
to cringing crowd psychology.” 
Hoarding that resulted from inability of owners of money 
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to find investments that seemed safe he did not touch on. That 
sort of hoarding was evident long before the climax came when 
the crazy stock speculation bubble burst. That bubble, in view 
of the supposed greater intelligence of the world since that 
time, it might be suggested, was even more ridiculous than the 
Mississippi Bubble. 

George Washington, according to Dr. Klein, described 
hoarding when he said: “It is not a custom with me to keep 
money to look at.” The first president, according to Klein, the 
latter a robust Californian of German descent and, therefore, 
inheritor of ideas of thrift, was thrifty, but no miser, never 
hoarding money to gloat over it “or because of a feeling of fear 
as to the future of our struggling young nation.” 

Dr. Klein brought ou the idea that a large amount of money 
in circulation at a time when many men were out of work, in- 
dicated hoarding, putting of money into safety deposit boxes 
or even in the old sock. In September, 1930, he said, the money 
in circulation totaled $4,942,000,000. In September of this year 
it was not far from $5,200,000,000, an increase of about $700,- 
000,000. Money had gone into hiding in such amounts as to 
require the issuance of that vast amount to enable the country 
to transact its routine business, though prices were lower and 
the amount of business was smaller than a year ago. The in- 
crease in money in circulation, therefore, seems to show the 
paradox of more money needed with which to do business at 
a time when the volume of business is smaller than usual. But 
the seeming paradox is merely an infirmity of terminology. 
while the larger amount of money had been issued some of it 
had gone into hiding, and the money actually in circulation, 
there is reason .to believe, was smaller in September, of this 
year, than in September, 1930. The President’s national credit 
pool, $500,000,000, created by the banks, according to Dr. Klein, 
has eased the situation, thereby justifying its creation even 
if it has done nothing more, though he thinks it has done much 
more than that. 





One would expect better of Senator 
King, of Utah, than his reference in a 
speech to the hosts of the Congressional 
party that is in Canada studying the 
Canadian sales tax as “congressman and 
senators.” That, he said, put senators 
in their proper place, jibing at the members of the House of 
Representatives. One would think better things of King, be- 
cause his friends regard him as an authority on the Constitution 
of the United States. A reading of that document conveys the 
idea that members of the two legislative bodies are members of 
the Congress of the United States, one category being members 
of the Senate and, therefore, senators, while the others are 
members of the House of Representatives and, therefore, by 
the same line of reasoning, representatives—and all are con- 
gressmen. 

If Senator King, in that speech, had referred to Ohioans 
and Americans, it might be suggested, he would have loosed 
an angry swarm of bees about his head protesting against such 
slovenly use of language. Of course, the Constitution does not 
say anything about congressmen, but it leaves no doubt about 
the Senate and the House of Representatives being parts of 
the Congress. From that it might be inferred that a good 
collective name for all the members of that body would be 
“congressmen.” 


“Congressmen and 
Senators” a Too 
Common Locution 





“This might mean that pipe lines 
would be declared common carriers,” 
said Senator Thomas, of Oklahoma, in 
a statement made by way of comment 
on a suggestion that oil and gasoline 
might reach the height of “public 
utility classification” on account of their importance in the 
economic life of the nation. 

The Oklahoma senator, with the roar of gas wells in his 
ears and the smell of crude petroleum in his clothes, it might 
be suggested to his friends, is in need of enlightenment. Some 
one, as an act of courtesy, might call his attention to the fact 
that pipe lines were declared to be common carriers by the 
revision of the act to regulate commerce in 1906 and the 
validity of their inclusion was upheld by the Supreme Court 
along about 1914. 

Of course, the producers of crude petroleum, for whose 
benefit the change in the law was made, have not availed them- 
selves, to any extent, of the great good Congress is supposed to 
have conferred on them in 1906. They have brought only one 
case—Brundred Brothers vs. Prairie Pipe Line Company, 68 
I. Cc. C. 458. Perhaps the inference to be drawn from that 
fact is that the pipe line common carriers have been so alive 
to their duty to prescribe just, reasonable, non-discriminatory, 
and non-prejudicial rates that there have been no grounds for 
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complaint by those desiring transportation by pipe line. Really 
somebody should tell Senator Thomas some of these things. 





In connection with a reiteration of 
views expressed in 1914 about federal and 
state regulation, George Otis Smith, chair- 
man of the Federal Power Commission, 
speaking about federal and state jurisdic- 
tion, in a recent publication said: 


George Otis Smith 
Seems to Know 
Human Motives 


Except as we are prompted by some purpose other than the 
simple desire to protect the public, the question of jurisdiction re- 
mains largely academic. The issue for and against any federal partici- 
pation has been debated for two decades, and unfortunately behind 
most arguments for limiting the safeguards to a single regulating 
agency there has been either a yearning for less regulation or an 
itching for more of the regulatory power. Whatever may have been 
the mistakes of corporation representatives in raising the issue, the 
only excusable rivalry between public officials is competition in effec- 
tiveness of service. 


Having paid his respects to those who try to put over 
things by talking about jurisdiction, Smith further said: 


I believe now as I did seventeen years ago that “‘what we need 
today is to get the federal action to coordinate itself with the state 
action. When I say “government” I do not want it understood that 
I am spelling it with a capital G, meaning simply the federal gov- 
ernment. To me government means state government as much as it 
means federal government; and I think that public regulation means 
federal regulation plus state regulation, or, the other way around, 
state regulation plus federal regulation. 





New York city’s brief in the New Jersey 


New York lighterage cases (elsewhere in this issue), in- 
: directly shows that, while Gibbons vs. Ogden, 
City Knows 9 Wheaton 1, the father of interstate com- 


merce cases, settled the principle that, in 
commerce among the states, the national 
government is supreme, there were many thing in issue between 
New York and its neighbor that had to be settled by negotia- 
tion and treaty. One of them was as to what should be done 
in the making of harbor arrangements in and around Hudson 
River, conflicting claims as to the control of navigation on 
which caused that celebrated case. So, in 1834, New York and 
New Jersey made a treaty, which was approved by Congress 
and became the foundation of the unified treatment of that 
port bordering on the two states that had fought about the 
Hudson.—A. E. H. 


Some History 


PULLMAN BERTH CHARGES 
The Traffic World Washington Burean 


Theatrical interests that protested against the proposal of 
the Pullman Company to impose a charge on the second person 
in a berth equivalent to 20 per cent of the lower-berth charge for 
the first person did not appear November 17 at the hearing 
conducted by Examiner Disque in I. and S. No. 3645, charge for 
second passenger in berth or section in sleeping cars between 
points in the United States. The only protestants who were 
represented were the state commissions of Arizona, New Mexico 
and Nevada, who spoke through Clyde S. Bailey, assistant gen- 
eral solicitor of the National Association of Railroad and 
Utilities Commissioners. 

Examiner Disque, at the beginning of the hearing, said 
protests had been fled by Fanchon & Marco, Inc., and the Para- 
mount Publix Corporation, of Hollywood, Calif., and by the 
Travelers Protective Association of America, and the Arizona 
Corporation Commission. 

Witnesses for the Pullman Company were L. S. Taylor, 
vice-president; E. P. Burke, general passenger agent; L. M. 
Bradish, assistant comptroller; and C. S. Knapp, engineer of 
valuation. 

Statistics were put in the record showing that on the basis 
of property investment of $258,983,578.05, the company had had 
a return of .65 per cent for the first six months of 1931, and that 
on the basis of property value of $224,395,783.79, the return for 
that period was .75 per cent. In 1930, according to the statistics, 
the return on property investment of $261,498,491.47 was 1.62 
per cent, and the return on property value of $229,984,626.25 
was 1.85 per cent. The average rate of return for 1927, 1928, 
1929, 1930 and for the first half of 1931 was stated as 3.38 
per cent on property value and 3.12 per cent on property invest- 
ment. 

Mr. Burke did not regard the proposed charge as an increase 
in rates but rather a charge that was to be imposed for some- 
thing travelers had obtained heretofore for nothing. 

Mr. Taylor told of the efforts the company was making to 
reduce expenses and increase income and said that in this 
connection it was felt that the additional occupant in a berth 
had been afforded free service and that such occupant should 
hereafter be required to pay something for the service. 
Adoption of the so-called “SOS” rate—single occupancy sec- 
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tion rate—had increased the income of the company about 
$1,000,000 a year, according to Mr. Taylor, who added that the 
company also had put in experimental excursion rates. 

Mr. Taylor emphasized that from 90 to 95 per cent of the 
company’s property was movable equipment and that the com- 
pany felt it was entitled to earn a higher rate of return on such 
property than if it were fixed property. In any event, said he, 
the earnings of the company had not approached a fair return, 
were inadequate and justified the efforts of the company to 
increase its revenues by imposition of the proposed charges. 

In reply to interrogation by Mr. Bailey, Mr. Taylor said he 
did not think the charge for the second occupant of a berth 
would divert traffic to busses. 

Mr. Bailey offered an exhibit dealing with balance sheet 
and operating figures of the Pullman Company. 

Examiner Disque announced briefs would be due December 
17 and reply briefs January 4. 

The Commission has authorized the Pullman Company to 
continue its experiment with reduced upper berth fares, be- 
tween New York and Washington, in the east, and Chicago and 
the Twin Cities, in the west, to February 29, 1932. The experi- 
mental fares, on the basis of 50 per cent of the lower berth 
fares instead of the basis of 80 per cent, the latter having been 
established by the Commission, were established in tariffs having 
November 21 as their expiration date. 

According to the sleeping and parlor car company, while 
the experiment has not produced any increase in revenues, it 
desires to continue the fares for the period mentioned. The 
reduced fares, according to the petition for continuance have 
not produced an increase in revenue not permitted it to reduce 
the number of cars in use by reason of the greater occupancy 
of upper berths. 


ALTON AND SHORT LINES 


In Finance Nos. 8657 and 8658, in which the Commission 
authorized the Alton Railroad Company to acquire the Chicago 
& Alton and the Baltimore & Ohio to acquire control of the 
Alton company, the Commission has entered a supplemental 
order granting hearing on a joint petition filed by the Kansas 
& Sidell Railroad Company, the Casey & Kansas Railroad Com- 
pany and the Yale Short Line Railroad Company, praying that 
the Commission conduct a hearing for the purpose of fixing the 
commercial value of the short lines named and the terms and 
— of the acquisition of said properties by the Baltimore 
& Ohio. 

The order provides that the petition be assigned for hear. 
ing at a time and place to be fixed, “solely for the purpose of 
receiving evidence upon which the Commission may make its 
findings with respect to the matters embraced within the con- 
dition hereinabove referred to.” 

The Commission had pointed out in the order that in the 
cases the Baltimore & Ohio had been authorized to acquire 
control of the Alton, by purchase of capital stock, upon the 
condition, among others: 


That the B. & O. (Baltimore & Ohio Railroad Company) shall 
agree and undertake to abide by such findings as we may hereafter 
make with respect to the asquisition of the interveners’ lines (the 
Kansas & Sidell Railroad Company, the Casey & Kansas Railroad 
Company, and the Yale Short Line Railroad Company) at the com- 
mercial value thereof or the operation thereof, or both, or that may 
be made in an ancillary proceeding if that course shall be found by 
us to be suitable. : 


The Commission noted that the Baltimore & Ohio had filed 
acceptance of that condition. 


; The proceeding has been assigned for hearing December 8 
= Washington before Examiners T. F. Sullivan and M. S. 
ameson. 





c. & S. ABANDONMENT 


Examiner M. S. Jameson, in a proposed report in Finance 
No. 8760, Colorado & Southern Railway Co. proposed abandon- 
ment, has recommended that the Commission find that the pres- 
ent and future public convenience and necessity permit the 
abandonment by the Colorado & Southern of a line of railroad 
extending from milepost 21.87, at the Crown Fuel Company’s 
spur, in a general northwestern direction, to milepost 29.51 in 
Water street, Boulder, Colo., 7.64 miles. Objections to the grant- 
ing of the application were presented by representatives of the 
citizens of Boulder and Superior and by the Boulder county 
commissioners. Abandonment is favored by the regents of the 
University of Colorado in Boulder and the Lions’ Club of Louis- 
ville, a town east of the line in question. The line proposed 
to be abandoned passes, in a cut, through the approximate cen- 
ter of the university grounds in Boulder and the university 
officials, according to the report, strongly desire the removal of 
the line, and propose to rely on motor vehicles for all local 
transportation which may be required. Motor bus and truck 
operations in the territory were outlined in the report. 
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Decisions of Interstate Commerce Commission 





VITRIFIED SEWER PIPE 


The Commission, by division 4, in a report written by Com- 
missioner Mahaffie, in I. and S. No. 3521, clay, concrete or shale 
products, between points in southern classification territory and 
points in official classification territory, and No. 23807, Cambria 
Clay Products Co. vs. Alabama & Western et al., has found 
justified the proposed revision of rates, to the basis of southern 
ninth class, on vitrified clay sewer pipe and related articles 
between official and southern territories, except in so far as 
the suspended schedules are subject to a mixing rule published 
in them, and except in so far as the rates might result in fourth 
section departures. The suspended schedules have been ordered 
to be canceled without prejudice to the filing of new ones in 
accordance with the views expressed and the proceeding has 
been discontinued. The rates assailed in the formal complaint, 
from Black Fork, O., to destinations in the south, have been 
found not unreasonable or otherwise unlawful and the complaint 
has been dismissed. 

Sewer pipe and kindred articles, with some exceptions, are 
rated eighth in southern, sixth in official and class E in western 
classifications, minimum 26,000 pounds, subject to Rule 34. The 
report said that while there were several articles covered by 
the suspended rates, the principal concern of the protestants, 
including the complainant, appeared to be in sewer pipe. That 


sort of pipe was declared to be fragile and easily broken, the. 


result being heavy loss and damage claims, claim payments in 
1929 having averaged 7.1 per cent of the freight revenue 
received on sewer pipe and drain tile throughout the United 
States. 

Rates proposed by the carriers were ninth class, 25 per 
cent of first class, which, from central territory to the south, 
would be on the Q-1 basis prescribed in the southern class rate 
investigation. On behalf of shippers, 17.5 per cent of first 
class, under the K-2 scale in the southern class rate case, also 
known as twelfth class, was proposed. 

The Commission said that it was convinced that protestants’ 
disadvantages were chiefly geographical and that the disparity 
in rates under the suspended schedules reflected only the dis- 
advantages of location and therefore could not be regarded as 
unduly prejudicial to the protestants, northern manufacturers. 
The complainant, a manufacturer at Black Fork, O., alleged the 
existing rates were unreasonable, unduly prejudicial to it and 
unduly preferential to shippers from Clearfield, Ky., Chatta- 
nooga, Tenn., and Greensboro, N. C. 

As to the mixing rule, the Commission said no reason ap- 
peared why the mixing rule that applied within the south should 
not be established for the interterritorial traffic here in issue. 

Commissioner Eastman, dissenting, said that the conclusions 
reached by the majority, to him, seemed unwarranted and unfair 
to the protestants. He said the commodity in question was of 
very low grade, which took 17.5 per cent of first class in the 
south and southwest and that that percentage was the full 
class percentage in the west. As soon as the rates prescribed 
in the western class rate revision were made effective, that 
would be the basis of rates between official and western terri- 
tories. Class rates within the south and between the south and 
official territory, he said, were on a strictly comparable basis 
but that now it was proposed to charge this commodity rates 
based on 25 per cent of the first class rates between the south 
and official territory, while at the same time 17.5 per cent rates 
were enjoyed, with the Commission’s approval, within the 
south. How such discrimination could fail to produce undue 
prejudice, he said, he could not see. He said he thought that 
40 per cent for the Florida peninsula, due to the failure of the 
Commission to make the Florida peninsula an exception in this 
case, was much too high. 


SEVENTH CLASS ON CANNED GOODS 


The Commission, in I. and S. No. 3401, canned goods, car- 
loads, from, to and between points in southern territory, and 
No. 21869, Evaporated Milk Association vs. A. & R. et al.; and 
No. 12628, Charleston Traffic Bureau vs. A. G. S. et al., has found 
justified proposed rates on canned goods, within the territory 
described to the extent that they do not exceed the seventh- 
class rates, except where departures from the long-and-short 
haul rule of the fourth section would result to destinations in 
North Carolina, and except the proposed rates from Green Bay, 
Oconto, and Sturgeon Bay, Wis. The schedules found not justi- 





fied are required to be canceled. Reasonable rates have been 
prescribed from Green Bay, Oconto, and Sturgeon Bay, in the 
Evaporated Milk Association case, and complaint in the Charles- 
ton Traffic Bureau case has been dismissed. In the schedules 
filed to become effective January 4, 1930, and later dates, the 
railroads proposed to cancel the commodity rates on canned 
goods within southern territory and between southern territory 
and eastern, central, and Illinois territories, and to establish 
seventh-class rates on those commodities except to the peninsula 
of Florida south of the customary line separating southern 
Florida from the rest of the state, where sixth class rates 
generally were in effect. The suspended schedules contained, 
the report of the Commission said, both increases and reductions. 

In the Evaporated Milk Association case, which was on 
further hearing in connection with the suspension proceeding, 
it was charged that the rates on canned goods between points 
in southern territory and in general between points in that 
territory and points in Illinois, official: and western trunk line 
territories were unreasonable. In the Charleston Traffic Bureau 
case, also on further hearing, it was alleged that the rates from 
Charleston to destinations in Georgia were unreasonable, un- 
duly prejudicial to Charleston and unduly preferential of 
Savannah, Ga. 

The suspended rates, the Commission said, were generally 
on the seventh-class basis, minimum 36,000 pounds, and were 
published as the result of Southern Class Rate Investigation, 
100 I. C. C. 518, 109 I. C. C. 300, and 113 I. C. C. 200, to correct 
the inconsistencies in the general rate adjustment on canned 
goods and to remove fourth-section departures. Class rates be- 
tween points in eastern North Carolina on the one hand, and 
points in eastern trunk line and New England territories, on the 
other; and between southern territory and western trunk line 
territory, the Commission said, were not considered in the 
southern revision. No changes, it further said, were proposed 
in the rates on canned goods between eastern trunk line and 
New England territories, on the one hand, and eastern North 
Carolina, on the other hand, except in instances where it was 
necessary to observe seventh-class rates as maxima at inter- 
mediate points. The suspended schedules also included rates 
on canned goods between western trunk line territory and 
southern territory, but, according to the Commission, the rail- 
roads explain that this revision was proposed merely to reflect 
rates which would bear a proper relation to the proposed rates 
to and from Chicago, Ill., and adjacent Illinois freight associa- 
tion territory. 

As to rates from Green Bay, Oconto and Sturgeon Bay, Wis., 
the Commission said that reasonable ones would be not in 
excess of 5, 7 and 8 cents, respectively, over those contempor- 
aneously maintained from Milwaukee, Wis., to the same destina- 
tions. The Commission said that the question of fourth section 
relief for the carriers to maintain water-and-rail and rail-water- 
and-rail rates from the east through Norfolk, Va., to southern 
destinations lower than the all-rail rates from Norfolk to the 
same destinations because of the influences of the rates over 
water-and-rail and rail-water-and-rail routes operating through 
the Virginia ports and through south Atlantic and gulf ports 
would be determined under Fourth Section Application No. 
13470, now pending, with the exception of the issue with respect 
to rates to North Carolina destinations. The Commission said 
that its conclusions in the title case disposed of the issues in 
No. 12628. The carriers are required to establish the rates 
from Green Bay, Oconto, and Sturgeon Bay not later than 
February 22. 

Commissioner Lee, dissenting, said the rates approved for 
application within the south were 39 per cent higher than rates 
on this commodity, mile for mile, in central territory. He said 
that a more nearly correct relationship between the two terri- 
tories would result if the Commission based rates within the 
south on 27.5 per cent instead of 35 per cent of first class. That, 
he said, would make the southern rates approximately 16 per 
cent higher than the rates within the north. Commissioner 
Tate concurred in that dissent. 


CATTLE AND SHEEP 
The Commission, by division 2; in No. 20867, San Antonio 
Meat Co. vs. Denver & Rio Grande Western et al., has found 
unreasonable the rates on cattle and sheep, from points in Utah 
on the Rio Grande, to Los Angeles and Pomona and awarded 
reparation. The finding of unreasonableness relates only to 
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the past. No findings or order, the Commission said, were 
needed for the futur¢ because of the conclusions and determina- 
tions in Livestock- -Western District Rates, 176 I. C C. 1. In 
that case the Commission found that a rate level somewhat in 
excess of that foun reasonable for application in mountain- 
Pacific territory might be justified on the Denver & Rio Grande 
Western. 

Reparation is to’ be made to the basis of scales applicable 
to cattle and to sheep in double deck cars. The cattle scale 
begins with a rate of $166.95 a car for 725 miles and less and 
progresses in 25 mile’ blocks to 825 miles. The rates for the inter- 
mediate and final blocks are $169.60, $172.25, $174.90 and $177.55. 
The scale on sheep in double deck cars begins with $144.90 a 
ear for 725 miles and less and ends with a rate of $154.10 for 
the last block between 800 and 825 miles. The rates for the 
intermediate blocks are $147.20, $149.50 and $151.80. Those are 
to be the rates over the shortest possible routes. 

Arbitraries are to be added for distances over the Denver 
& Rio Grande via the nearest junction point, as follows: Cattle, 
50 miles and less, $4 a car; 100 miles and over 50, $5.30, and 
more than 100 miles, $6.60. On sheep, $3.45 a car for 50 miles 
and less, $4.60 for 100 miles and over 50, and $5.75 for more 
than 100 miles. 


HOCH-SMITH LIVESTOCK 

The Commission, in No. 17000, part 9, Hoch-Smith livestock- 
western district rates, in a supplemental report has modified 
the grouping rule in the original report, 176 I. C. C. 1, so as to 
permit retention of the grouping between Utah common points 
and Colorado commén points. In the original report grouping 
was authorized provided that the size of such groups should not 
exceed 10 per cent of the distance to the destination from the 
nearest point in the group if it was an original group, and pro- 
vided that the limit of size should be determined in like manner 
if it was a destination group. 

In this report the Commission said it appeared that it had 
been the custom to group Utah common points, that is Ogden, 
Payson, and station’ between those Utah points, on traffic to 
and from certain Colorado common points such as Denver and 
Pueblo, but that the distances were such that points could not 
be grouped under the 10 per cent limitation. Therefore, the 
Commission said that in grouping Utah common points and in 
grouping Colorado common points on traffic between those 
groups the general rouping rule might be applied after sub- 
stituting 20 per cent» for the 10 per cent originally stated. 

Various western carriers, in No. 17000, part 9, western live- 
stock rates, have petitioned the Commission for reconsideration 
and for limited rehearing with respect to rates in Mountain- 
Pacific territory. Afgument is made in the petition in support 
of the following statements: The rates prescribed will result 
in serious losses in the net revenues of petitioners; the rates 
prescribed for application in Mountain-Pacific territory are un- 
duly and unreasonably low; the decision is in error as to mat- 
ters of law in severad particulars. As to the last allegation, it is 
averred that the Commission has disregarded its duty to pre- 
scribe reasonable rates under the requirements of the interstate 
commerce act in attempting to comply with the requirements 
of the Hoch-Smith resolution and that confiscatory rates have 
been prescribed. : 

The Commission, coincident with its report modifying 
the grouping rule in No. 17000, part 9, Hoch-Smith livestock- 
western rates, so as' to permit Utah and Colorado grouping to 
be continued, issued an order reopening that case for the pur- 
pose of considering the grouping rule. In that way its record 
is made to show that before modifying the rule the Commis- 
sion formally reopened the case. 


COMMISSION REPORTS 


’ Grain Demurrage 
No. 21654, Kansas Flour Mills Corporation vs. A. T. & S. F. 
et al. By division 2 Dismissed. Findings, former report, 168 
I. C. C. 787, that demurrage charges for detention of cars, 
grain, at Hutchinson’ Kan., not shown to have related to inter- 
state shipments, affitmed on further hearing. 


Wooden Boxes 


22975, E. I. duPont de Nemours & Co. vs. C. St. P. M. 
& O. et al. By division 3. Upon further consideration of 
former reports, 172 I. C. C. 130, and 174 I. C. C. S11, rates, 
wooden boxes, set up, nested, Barksdale, Wis., to Carl Junction, 
Mo., determined to be as follows: From December 9, 1926, to 
February 7, 1929, inglusive, 73.5 cents; from February 8, 1929, 
to March 7, 1929, inclusive, 82.5 cents; and on and after March 
8, 1929, 83 cents. ‘Applicable rates not unreasonable. Rate, 
$1.20, on 14 shipments on and after January 15, 1929, inap- 
plicable. Outstanding overcharges directed to be refunded 
promptly. 
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Potatoes 


No. 21218, Leonard, Crosset & Riley, Inc., et al. vs. A. C. 
& Y. et al. By the Commission. Report by Commissioner 
Aitchison with Commissioner Mahaffie noting a dissent. Sup- 
plemental report modifies findings in original report, 176 I. C. C. 
309, so as not to approve rates, potatoes, points in the Waupaca 
group in Wisconsin to destinations in official territory, including 
Chicago, Ill., and St. Louis, Mo., which exceed the applicable 
class C rates from Waupaca to such points. This report also 
embraces a sub-number of the title complaint, Grand Forks Com- 
mercial Club vs. A. & W. et al., I. and S. No. 3260, potatoes from 
Michigan, Minnesota, North Dakota and Wisconsin to southern 
points, and I. and S. No. 3312, potatoes from Michigan, Minne- 
sota, North Dakota and Wisconsin to southern points (2) which 
was submitted on the record in I. and S. No. 3260, supra. 


Petroleum Reparation 


No. 21243, Legal Oil & Gas Co. et al. vs. C. & N. W. et al. 
and cases joined with it. By division 3. Upon further hearing, 
findings made as to the paying and bearing of charges on past 
shipments, petroleum products, points in Kansas, Oklahoma, 
Texas, Arkansas, Missouri and Wyoming to many destinations 
in South Dakota, on rates found unreasonable in the former 
report, 161 I. C. C. 599. Commissioners Tate and Lee, constitut- 
ing a majority of the division, wrote concurring views setting 
forth that they voted to award reparation to those who paid the 
freight bills without regard to other facts out of deference to 
the Commission’s decision in General Grinding Wheel Corpora- 
tion vs. Southern, 169 I. C. C. 88. This report also includes ten 
sub-numbers, Avon Oil Co. et al. vs. C. M. St. P. & P et al.; 
Norbeck Co. et al. vs. C. & N. W. et al.; Community Oil Co. 
et al. vs. C. & N. W. et al.; Moody County Oil Co. et al. vs. C. 
M. St. P. & P. et al.; Delmont Oil Co. et al. vs. C. M. St. P. & 
P. et al.; W. F. Price and E. J. Wight, copartners trading as 
Clay County Auto & Oil Co., vs. C. M. St. P. & P. et al.; Farmers’ 
& Merchants’ Cooperative Oil Co. vs. C. M. St. P. & P. et al.; 
No. 21247, Brownell Corporation et al. vs. A. T. & S. F. et al.; 
No. 21397, Farmers’ Oil & Gas Co. et al. vs. A. T. & S. F. et al.; 
No. 23325, White Eagle Oil & Refining Co. vs. A. T. & S. F. 
et al.; and No. 23345, Beresford Co-operative Oil Co. et al. vs. 
Cc. & N. W. et al. 


Coal 


No. 23652, Rathkamp Brothers Co. et al. vs. N. & W. et al. 
By division 4. Dismissed. Rates, coal, points in Kentucky and 
the Virginias to Kennedy Heights, Cincinnati, O., not unreason- 
able or unduly prejudicial. Commission handled this as an 
effort to include Kennedy Heights, a residential district, reached 
over a 1.51 per cent grade, within the switching limits of Cin- 
cinnati in so far as coal was concerned for the removal of undue 
prejudice against coal dealers at Kennedy Heights and undue 
preference of dealers within the Cincinnati switching district. 
Commissioner Eastman noted a dissent. 


Scrap or Waste Paper 


I. and S. No. 3497, scrap or waste paper, in carloads, from, 
to and between points in southwestern territory. By the Com- 
mission. Upon further consideration, finding in prior report, 
176 I. C. C. 293, that proposed rates on scrap or waste paper, 
carloads, between points in the southwest and Kansas-Missouri 
territory, and between points in such territories and the defined 
territories had not been justified, reversed. Order of suspension 
and prior order requiring the cancellation of the suspended 
schedules vacated and proceeding discontinued. Commissioner 
Mahaffie concurred in the result. Commissioner Lee, dissent- 
ing, said he thought the record amply supported the finding of 
division 3 in the original report that rates not exceeding 17.5 
per cent of the corresponding first class rates, minimum 30,000 
pounds, were reasonable for the traffic under consideration. The 
reversal authorizes the railroads to make rates 20 per cent of 
the corresponding first class rates, minimum 30,000 pounds, sub- 
ject to Rule 34. 


Metal Furniture 


No. 23411, Rome Co., Inc, vs. A. T. & S. F. et al. By 
division 3. Dismissed. Following the Commission’s decision in 
Furniture, 177 I. C. C. 5, charges, metal furniture, carloads, 
Rome, N. Y., to many destinations, resulting from the applica- 
tion of section 3(b) of Rule 34, consolidated classification, com- 
monly known as the two-for-one rule, not unreasonable. 


PROPOSED REPORTS 


Excelsior 
No. 24374, California Pine Box Distributors vs. S. P. et al. 
By Examiner Roy E. McKee. Dismissal proposed. Carload 
rates, excelsior, Denver, Colo., Minneapolis, Minn., and Rice 
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Lake, Wis., to destinations in Arizona and California not un- 
reasonable. 
Sodium Cyanide Liquor 
No. 24040, Roessler & Hasslacher Chemical Co., Inc., vs. 
N. Y. C. et al. By Examiners J. O. Cassidy and John Davey. 
Rate, sodium cyanide liquor, in tank cars, Niagara Falls, N. Y., 
to Philadelphia, Pa., not unreasonable in the past, but unreason- 


able for the future to the extent it may exceed 25 cents. New 
rate proposed. 
Brick 
No. 24283, Best Brick Co. vs. Southern et al., and a sub- 


number, Atlas Brick Co. vs. Same. By Examiner G. L. Shinn. 
Dismissal proposed. Rate, brick, Albion, IIl., to St. Louis, Mo., 
not shown to have been inapplicable. 


Window -Glass 


No. 23939, Adamston Flat Glass Co. vs. B. & O. et al. By 
Examiner Paul A. Colvin. Dismissal proposed. . Rates, nine car- 
loads window glass, Clarksburg, W. Va., to Birmingham and 
Montgomery, Ala., Athens and Macon, Ga., and Chattanooga and 
Knoxville, Tenn., not unreasonable, unjustly discriminatory or 
unduly prejudicial. 

Crushed Limestone 


No. 24606, Shelby. County Commissioners vs. M. P. et al. By 
Examiner T. Naftalin. Dismissal proposed. Rate, crushed lime- 
stone, Krause, Ill., to Capleville, Tenn., applicable and not un- 
reasonable. 

Livestock 


No. 24494, Walker-Gordon Laboratory Co., Inc., vs. N. & W. 
et al. By Examiner Carl A. Schlager. Rates, livestock, Blacks- 
burg, Va., to Juliustown and Plainsboro, N. J., and, Juliustown 
to Blacksburg, unreasonable to the extent they exceeded, exceed 
or may exceed rates made in accordance with a distance scale 
beginning with 34 cents for the block between 380 and 400 miles 
and ending with a rate of 49 cents for block between 770 and 
800 miles. The scale progresses in twenty mile blocks up to 
500 miles, the rate for the block between 480 and 500 miles 
being 39 cents, 1 cent having been added for each block. From 
500 miles the scale progresses in 30 mile blocks with 1 cent 
added for each block. Waiver of undercharges and reparation 
proposed. 

Hollow Building Tile 

No. 24564, Acme Brick Co, vs. A. T. & S. F. et al. By Ex- 
aminer L. B. Dunn. Carload rate, hollow building tile, Tulsa, 
Okla., to Meadow, Texas, unreasonable to the extent it exceeded 
19.5 cents. Reparation of $37.25 proposed. 


Logs 
No. 24605, Breece Veneer Co. vs. C. & O. By Examiner C. 
Garofalo. Rate, logs, Ivyton and Royalton, Ky., to Kenova, W. 
Va., unreasonable to the extent it exceeded 12.5 cents. Repara- 
tion proposed. 


Crude Ground Talc 


No. 24587, Traffic Bureau, Lynchburg Chamber of Commerce, 
vs. C. & O. et al. By Examiner Paul R. Naefe. Carload, crude 
ground talc, Emeryville, N. Y., to Lynchburg, Va., misrouted by 
the New York Central. Applicable rate over route of movement 
not unreasonable, but applicable over the route shipment should 
have moved unreasonable to the extent it exceeded 36.5 cents. 
Reparation of $32.40 proposed. 


Potatoes 


No. 24502, Carolina Shippers’ Association, Inc., vs. N. & W. 
et al. By Examiner Harold M. Brown. Rates, potatoes, Lansing, 
West Jefferson, and Brownwood, N. C., to Jacksonville, Fla., 
inapplicable in part. Applicable rates unreasonable to the 
extent they exceeded 61, 62 and 63 cents from Lansing, West 
Jefferson, and Brownwood, respectively. Reparation of $105. 27 
proposed. 

Bituminous Coal 

No. 23909, Odin Coal Co. of Odin, IIL, 
Examiner E. L. Glenn. 
coal, Odin, II1., 


va... C. et.al By 
Dismissal proposed. Rate, bituminous 
to St. Louis, Mo., not unreasonable. 


SOUTHERN PACIFIC CONSTRUCTION 


A resort to arbitration if agreement is impossible has been 
recommended by Examiner Ralph R. Molster in a proposed 
report in Finance No. 8896, Gulf & West Texas Railway Co. 
construction, to determine the sum the Southern Pacific should 
pay for the Fredericksburg & Northern and use as a substitute 
for a line which the applicant, a subsidiary of the Southern 
Pacific, proposes to build, 28.6 miles long, in Kendall and 
Gillespie counties, Tex. 

The Gulf & West Texas asked for permission to build from 
the Kerrville branch of the San Antonio & Aransas Pass to a 
connection in or near Fredericksburg, with a line the applicant 
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has been authorized to build. The proposed construction would 
closely parallel the Fredericksburg & Northern, at no point, 
more than three miles from that railroad. The project is part 
of the Southern Pacific enterprises in Texas, the plan being to 
make the proposed line as well as the San Antonio & Aransas 
Pass a part of the Texas & New Orleans part of the Southern 
Pacific in Texas. 

Acquisition by the Southern Pacific of the Fredericksburg 
& Northern, which intervened in the case in opposition 
to a grant of the certificate, or construction of the proposed 
line in lieu of the Fredericksburg & Northern, was an essential 
part of a general project heretofore considered by the Commis- 
sion. Negotiations for the acquisition of the line of the object- 
ing intervener having failed, the Southern Pacific proposed con- 
struction. The Southern Pacific negotiator offered $200,000 for 
the short line, while the representatives of the intervener asked 
for $350,000. The applicant, according to Molster, maintained 
that unless the intervener agreed, within a limited time, to sell 
for a just and reasonable consideration, construciton of the 
proposed line should be authorized. But he said that the first 
question to be passed upon by the Commission was what was 
the resaonable value of the Fredericksburg & Northern to the 
Gulf & West Texas. Thus, in spite of much testimony tending 
to demonstrate the superiority of the proposed line, it seemed 
doubtful that the applicant actually preferred to construct the 
proposed line, said he. 

Molster said the parties agreed and that the evidence sup- 
ported the conclusion that if the proposed line were built, 
abandonment of the intervener’s line ultimately would follow. 
Upon this record, he said, and at this stage of the proceeding, 
unconditional approval or denial of the application would have 
an effect little short of duress upon one or the other of the 
parties. If granted, he added, the Southern Pacific would be 
free, at its own election, to proceed with construction, or in 
case of surrender by the intervener, to acquire the existing line; 
if denied, the intervener would be impregnably intrenched in 
its ability.to bargain with the Southern Pacific. Neither of 
these alternatives, Molster said, would be compatible with the 
public interest, adding that the Commission should not under- 
take to decide the merits of the controversy until means of 
settlement available to the parties had been exhausted. 

Procedure similar to that followed in New York Central Uni- 
fication, 150 I. C. C. 278, that is, agreement or arbitration to 
determine the commercial value of the property, Molster said, 
should be followed by the Southern Pacific and the objecting 
intervener. He said that the application should be denied 
without prejudice to renewal if and when it could be shown 
that the intervener had refused to sell its line for an amount 
equal to the commercial value of the property, or, in case of 
inability of the parties to agree as to such commercial value, 
had refused to submit that question to arbitration, the denial 
being based upon a finding that the public convenience and 
necessity for construction had not been shown. 


COMMISSION ORDERS 


1. & S. 3510, various commodities from and to certain points on 
the N. & S. Petition of protestant, N. B. & C. Line, Inc., for re- 
hearing and reconsideration on record as made, and petition of pro- 
testants, Richmond Chamber of Commerce and Virginia Shippers’ 
Association for reconsideration and reargument, denied. 

No. 24718, White Eagle Oil Corporation vs. B. F. & I. F. et al. 
Board of Railroad Commissioners of State of North Dakota permitted 
to intervene. 


No. 23099, Carthage Pulp & Board Co. vs. Pennsylvania et al., 
and No. 23268, Hinde & Dauch Paper Co. vs. B. & A. et al. Com- 
plainants’ petition for reconsideration, denied. 

No. 21982, John Becker Co. et al. vs. A. T. & S. F. et al., and 
No. 22361, Acme Lumber Co. et al. vs. A. T. & S. F. et al. Com- 


—"* petition for reconsideration and/or rehearing, denied. 

No. 20928, Froeber-Norfleet, Inc., et al. vs. Southern et al., No. 
22645, W. L. Brogden Co. et al. vs. Southern et al., and No. 22398, 
Traffic Bureau-Danville Chamber of Commerce vs. Southern. Pro- 
ceedings reopened for reconsideration on record as made. 

0. 21384, Missiquoi Pulp & Paper Co. vs. B. & M. et al. Com- 
| il and intervener’s petitions for reargument or reconsideration, 
enie 

No. 23676 (and Sub 1), A. M. Tourtellot vs. N. Y. N. H. & H. et al. 
Complainants’ petition for reconsideration and reargument, denied. 

No, 22979, Marshall Field & Co. vs. Wabash. Complainant’s peti- 
tion for rehearing, denied. 

No 21294, Thomas S. Smith & Co. et al. vs. C. & A. et al. 
Complainants’ and interveners’ third petition for rehearing and/or 
reconsideration, denied. 

No. 24112, Pennsylvania Macaroni Co. vs. T. & N. O. et al. Pro- 
ceeding reopened for reconsideration, and complainant’s petition for 
reopening and reconsideration on record as made denied, in view of 
action of Division 3 reopening for reconsideration. 

No. 23152, Southern Cotton Oil Co. vs. L. & N. Complainant's 
petition for reconsideration, denied. 


21852, Alan Wood Iron & Steel Co. vs. Reading et al. Com- 


PR... petition for reconsideraton on record as made and/or re- 
argument, denied. 
No, 23777, American Steel Dredge Co. vs. Wabash et al. 
tion of Wabash for rehearing or modification of order, denied. 
No. 23749, Flandreau Service Station, Inc., vs. A. T. & S. F. et al. 
Defendants’ 
denied. 


Peti- 


petition for reconsideration, rehearing and reargument, 
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No. 23650, R. E. Weber vs. B. & A. et al. Complainant’s petition 
for rehearing, denied. 

No. 23532, Batchelder-Whittemore Corporation vs. N. Y. N. H. & 
H. et al. Complainant’s petition for “‘reopening and rehearing by 
entire Commission on record as made,”’ denied. 

No. 17791, Union Gas & Electric Co. vs. C. & O. Complainant’s 
petition for reconsideration on record as made, denied. 

No. 19994, George M. Brooks & Co. et al. vs. I. C. et al. Defend- 
ants’ petition for modification of order or for rehearing, denied. 

No. 20086, Sumter Packing Co. vs. A. C. L. et_al. Petition of 
defendants’ Southwestern carriers to vacate order, denied. 

No. 23248, Sonken-Galamba Corporation vs. C. R. I. & P. et al. 
Complainant's petition for reconsideration on record as made, denied. 

No. 19062, Krupp Foundry Co. vs. Reading et: al. Complainant's 
petition for further consideration and further hearing, denied. 

No. 22662, Dale Oil & Refining Co. vs. C. G. W. et al. Complain- 
ant’s petition for reopening and reconsideration, denied. 

No, 23802, Phoenix Manufacturing Co. vs. C. & O. et al. 
plainant’s petition for reconsideration, denied. 

No. 24733, Board of Railroad Commissioners of State of South 
Dakota vs. A. T. & S. F. et al. Board of Railroad Commissioners of 
State of North Dakota permitted to intervene. 

No. 24392 (Sub. 1), E. J. Woodison Co. et al. vs. B. & O. et al. 
Complaint dismissed upon complainants’ request. 

No. 24717, Southern Cement Co. vs. A. G. S. et al. Lehigh Port- 
land Cement Co. permitted to intervene. 

No. 24586, Terre Haute Paper Co. et al. vs. A. A. et al. Motions 
of defendant, D. & H. Railroad Corporation, for an order to require 
complainants to make complaint and amended complaint more spe- 
cific, and requesting that no hearing be held until the complaints 
have been made more definite and certain, overruled. 

Upon complainant’s request the Commission has dismissed No. 
14964, Garcia Sugars Corporation vs. S. & A. et al., No. 23759, Nor- 
folk-Port-Traffic Commission vs. A. C. & Y. et al., No. 24267, the 
Refiners’ Oil Co. vs. A. C. & Y. et al., No. 24399, Armour & Co. vs. 
B. & O. et al., No. 24405, Archer-Daniels-Midland Co. vs. N. Y. C. 
et al., No. 24489, Cairo Association of Commerce vs. A. T. & S. F. 
et al., No. 24552, Lexington Seed Co. vs. L. & N. et al., No. 24558, 
Southern Traffic Service, Wilmington, N. C., for Nolan Lumber Co. 
vs. A. C. L. et al., No. 24722, Hyman-Michaels Co. vs. C. K. & S. 
et al., and No. 24681, R. E. Weber, Esq., vs. B. & A. et al. 

Complaint having been satisfied the Commission has dismissed 
No. 23657, Barlow & Seelig Manufacturing Co. vs. C. M. St. P & P., 
and No. 22233, Grovier-Starr Produce Co. vs. A. V. I. et al. 

No. 24788, Kellogg Grain Co. vs. C. & N. W. et al. C. & N. W. 
dismissed as a party defendant hereto. 

No. 24537, The Keller-Whilldin Pottery Co. vs. Pennsylvania et al. 
Order of October 12, dismissing complaint, is vacated and set aside, 
and proceeding transferred to special docket for adjustment. 

No. 10903, Oklahoma State Shippers’ Association et al. vs. D. G., 
A. T. & S. F. et al., and No. 13758, Ridenour-Baker Mercantile Co. 
et al. vs. A. T. & S. F. et al. Orders are vacated and set aside, in 
so far as they require the maintenance of rates for future. 

No. 22975, E. I. DuPont De Nemours & Co. vs. C. St. P. M. & O. 
et al. Proceeding reopened for further consideration. 

No. 17000, part 9, Hoch-Smith livestock, western district rates. 
Petitions for rehearing, reargument, and/or reconsideration and modi- 
fication of the findings and order of the Interior Iowa Packers, Texas 
and Southwestern Cattle Raisers’ Association, Highland Hereford 
Breeders’ Association, Panhandle Live Stock Association, Sheep and 
Goat Raisers’ Association of Texas, Live Stock Traffic Association, 
| Paso Freight Bureau, Oklahoma City Live Stock Exchange, Oscar 
Mayer & Co., the state of Iowa, Iowa Cooperative Live Stock Ship- 
pers, Corn Belt Meat Producers’ Association, Iowa Sheep and Wool 
Growers’ Association, the Kansas Live Stock Association, the Wichita 
Live Stock Exchange Association, the Wichita Union Stock Yards 
Co., the Wichita Chamber of Commerce, the Amarillo Chamber of 
Commerce, the Amarillo Board of City Development, the Amarillo 
Cotton Oil Co., the Western Stock Yards Co., and the southwestern 
lines, denied. 

Finance No. 8651, joint application of Wabash and C. B. & Q. for 
authority to abandon a track connection in Nodaway county, Mo. 
Application dismissed upon applicants’ request. 


No. 23157, Smoot Sand & Gravel Corporation vs. B. & O. et al. 
Order heretofore entered in this proceeding under date of June 5, 
1931, which was modified in part so as to become effective Dec. 
14, 1931, on 30 days’ notice, is further modified to become effective 
Jan. 14, 1932, on 30 days’ notice, only in so far as the said order 
requires the removal of the undue prejudice to Georgetown, D. C., 
respecting the rates to Derwood and Mount Airy, Md., and points 
east thereof on the line of the Baltimore & Ohio within the destina- 
tion territory described in said order. 

Finance No. 8882, S. A. L. proposed abandonment. Proceeding re- 
opened for further hearing at a time and place hereafter to be fixed. 

No. 24111, J. E. Blackwell et al. vs. A. B. & C. et al. Upon com- 
plainants’ request complaint dismissed. 

No. 23730, Apache Powder Co. vs. C. R. I. & G. et al. 
plainant’s request complaint dismissed. 

No. 21160, Lake Charles Rice Milling Co. of Louisiana, Inc., vs. 
A. T. & S. F. et al. Proceeding reopened for further hearing respect- 
ing only the relationship between the rates assailed from points in 
Texas to Lake Charles, La., and the intrastate rates on rough rice 
from producing points in Texas to competing Texas mills at Bay City, 
Beaumont, Eagle Lake, El Campo, Galveston, Houston, and Orange, 
Tex., and the level or levels of rates to apply from and to these points. 

No. 16116, Indiana State Chamber of Commerce vs. A. T. & S. F. 
et al., and No. 16563, National Fireproofing Co. vs. Pennsylvania et al. 
Petitions of Manufacturers’ Association of Chicago Heights, an inter- 
vener for reopening and rehearing, and petition of Illinois Central for 
reconsideration of its petition of November 5, 1929, for modification 
of certain findings and orders denied. 

No. 14865, Hinde & Dauch Paper Co. vs. C. C. C. & St. L. et al., 
and No. 21430, Same vs. A. C. & Y. et al. Complainant’s petition 
for reconsideration and for finding that rates were unreasonable in 
past and for award of reparation denied. 

No. 23194, D. E. Ryan Co. vs. C. & N. W. et al. Petition of com- 
plainant for reconsideration, etc., and petition of defendants for re- 
consideration, and consolidation thereof with No. 21218, Leonard, 
Crosset & Riley, Inc., et al., vs. A. C. & Y. et al., and cases con- 
solidated therewith if there petition for reopening in those cases is 
granted denied. 


Com- 


Upon com- 


No. 22515, Jones Monumental Works et al. vs. G. N. et al. Pro- 
ceeding reopened for reconsideration on record as made. 
No. 21 . United States Graphite Co. vs. B. & O. et al. Petition 


, ——— for rehearing and/or reconsideration and/or reargument 
enied. 
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No, 23907, Pierre Furniture Co. vs. C. & N. W. Defendant’s peti- 
tion for reargument and reconsideration denied. 
No. 22515, Jones Monumental Works et al. vs. G. N. et al. De- 
fendants’ petition for reopening and reconsideration denied, in view 
of ——— of division 4 in reopening case for reconsideration on record 
as made. 

No. 23008, Winsboro Granite Corporation vs. Southern. Complain- 
ant’s petition for reconsideration and/or reargument denied. 

No. 23737, Victor Rubber Co. vs. D. T. & I. et al. Complainant’s 
petition for reconsideration denied. 

No. 23866, D. E. Ryan Co. vs. M. P. et al. Petition of M. P. R. R. 

Petition 


for reconsideration denied. 

No. 23531, Twin Coach Corporation et al. vs. B. & O. et al. 
of complainants and interveners, Key System Transit Co. and North 
Coast Transportation Co. for reconsideration denied. 

No. 15030 (Sub. 1), Oscar Mayer & Co. vs. N. Y. C. et al. Petition 
of complainant for reopening, reargument and reconsideration in 
matter of reparation denied. 

No. 24803, American Agricultural Chemical Co. et al. vs. A. C.. 
et al. F. S. Royster Guano Co. permitted to intervene. 

No. 24739, Farmers Grain Dealers’ Association of Iowa et al. vs. 
A. T. & S. F. et al. Shell Petroleum Corporation permitted to 
intervene. 

No. 24699, W. S. Dickey Clay Manufacturing Co. vs. N. C. & St. L. 
et al. Alabama Iron & Steel Shippers’ Conference permitted to 
intervene. 

N. 21218, Leonard, Crosset & Riley, Inc., et al. vs. A. C. & Y. et al. 
and cases grouped therewith. Petitions of defendants and respondents 
for reopening, rehearing, etc., petition of Public Service Commission 
of Wisconsin for rehearing and reconsideration, petition of South 
Dakota Board of Railroad Commissioners for further consideration 
and a general investigation of potato rates throughout the western 
district, petition of Northern Potato Traffic Association for reopening, 
etc., and petition of complainants in No. 21218 for reopening, rehear- 
ing, etc., denied, except in so far as modification of report and order 
is covered by supplemental report and order approved and adopted 
as of this date. 

No. 24410 (and Sub. 1 and 2), Cleveland Chamber of Commerce vs. 
A. T. & S. F. et_al., and No. 24546, Jacob Dold Packing Co. vs. A. T. 
& S. F. et al. Geo. A. Hormel permitted to intervene. 

No. 24597 (and Sub. 1 to 4, incl.), Bessemer Limestone & Cement 
Co. vs. A. & B. B. et al. France Stone Co., France Co., France Quar- 
ries Co., and France Lime Products, Inc., permitted to intervene. 

No. 23094 (and Sub. 1), Alabama Rock Asphalt, Inc., vs. A. & S. 
et al. Petition of southwestern defendants for reconsideration of 
matter of bridge arbitraries on record as made, denied. 

No. 20805, Tri-County Coal Dealers’ Association et al. vs. A. C. 
et al. Order modified to become effective on November 21, 1931, upon 
not less than one day’s notice. 

No. 18194, Boston Wool Trade Association vs. A. & W. et al. 
Order modified in so far as it applies to said defendants, C. B. & 
Q., so as to require said defendant to establish rates therein speci- 
fied on or before December 3, 1931, upon not less than 10 days’ notice. 


NO-PAR STOCK ISSUE DENIED 

Being unable to make findings that what was proposed was 
necessary or appropriate, the Commission, by division 4, in 
Finance No. 8877, Fairport, Painesville & Eastern Railroad Co. 
stock, has denied that company’s application for permission to 
issue 21,675 shares of capital stock without par value in ex- 
change for and in retirement of all its capital stock now out- 
standing, consisting of 4,335 shares of an aggregate par value 
of $433,500. The proposal was to exchange the no-par stock for 
the $100 par value shares on the basis of five shares of the 
new for one share of the outstanding stock. 

In support of its proposal the applicant, according to the 
Commission’s report, represented that it had encountered con- 
siderable difficulty in disposing of the issue of $100,000 of new 
capital shares authorized by the Commission in November, 1930, 
166 I. C. C. 735, and that it could have more readily disposed of 
the stock had it been able to sell shares of a smaller unit price, 
The company put out that additional capital to cover the cost 
of constructing a six mile extension of its line authorized in 
November, 1930, 166 I. C. C. 737. The company said that it was 
its intention in the issue of any additional stock to issue no-par 
stock, to be sold at a unit price of not less than $20 a share. In 
order that its stock issues might be uniform it asked for au- 
thority to issue this no-par stock. 

The Commission said that, according to its own representa- 
tions, the applicant might or might not find it necessary or ap- 
propriate to issue additional stock. Unless additional stock 
were issued, it added, there could be no necessity for changing 
the outstanding stock into stock having no-par value. In the 
circumstances it said it was unable to make the findings re- 
quired under the provisions of section 20a. 


CHANGES IN DOCKET 


Argument in Finance No. 3897, Excess income of Reynolds- 
ville & Falls Creek R. R. assigned for November 19, at Washing- 
ton, D. C., was canceled. 

Argument in 24528, Federated Metals Corp. vs. Pa. R. R. et 
al., was set for Washington, D. C., Nov. 18. 

Hearing in I. and S. 3626, switching of logs and lumber be- 
tween Cincinnati and Covington and Newport, Ky., was incor- 
rectly carried in the Commission’s docket for November 8. It 
should have been November 9, at Cincinnati. 

Argument in No. 23952, Hall Garage Co. vs. C. & N. W. Ry. 
et al., assigned for November 19, at Washington, D. C., was 
canceled. 
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National Industrial Traffic League 


Twenty-Fifth Annual Meeting in Chicago—Reports of Committees—Election of Officers—A gainst 
Regulation or Further Taxation of Trucks—Practices and Policies Con- 
sidered—Action on Railway Policy 


Some three hundred members of the National Industrial 
Traffic League, attending the twenty-fifth annual meeting of that 
organization, at the Palmer House, Chicago, November 18, sud- 
denly dropped attitudes of polite interest with which routine 
reports were being adopted and accepted, and sat up eagerly 
when, toward the end of his report as chairman of the Com- 
mittee to Cooperate with Railroad Traffic Executives, W. H. 
Chandler asked for instructions as to how to handle the ad- 
mitted practice of the southern carriers of putting in emergency 
rates to meet motor truck competition without the docketing 
that has been a part of the agreement between the League and 
the carriers for many years. 

For the remainder of that session W. H. Day, president, 
who presided, had his hands full controlling the members who 
contested for the floor, desiring to help 
give the instructions for which the 
chairman of the committee had asked. 
Opinion on the question seemed fairly 
divided. There were those, headed by 
H. O. Rhodehouse, who insisted that the 
docketing agreement was too precious 
and won after too long a struggle to 
jeopardize by any exceptions. A goodly 
number of others insisted that to re- 
quire the docketing of emergency rates 
of the kind involved would be placing 
a burden on the railroads that might do 
more to imperil the agreement than 
would any reasonable concession. They 
pointed out that, after all, the agree- 
ment was voluntary and, if the carriers 
became aware of the fact that the 
League did not intend to be reasonable, 
the result might be a total abrogation. 


There was unanimity about two 
points in the discussion. The first was 
that, though formal admission of the 
practice of publishing emergency rates 
without docketing had been forthcom- 
ing only from the Southern Freight As- 
sociation, the practice has been to 
institute occasional rates of that kind 
in other territories. Individuals from 
the floor cited instances of that kind 
from practically all parts of the coun- 
try, and insisted, moreover, that not all 
of them had the excuse of truck com- 
petition. Second, there seemed to be 
agreement that the practice of docket- 


Mueller, 


Herman 


ing proposed rate changes was a salu- N. |. 
tary one, from the shippers’ point of 

view, and that everything should be done to preserve it 
generally. 


Well after noon had passed the matter was brought to a 
head by a motion, made by Mr. Rhodehouse, that the committee 
be instructed to preserve the present docketing agreement in- 
tact. An amendment, proposed by R. C. Fulbright, was adopted. 
As stated, it seemed somewhat involved, but after it and the 
amended motion had been adopted, Mr. Chandler restated what 
he considered to be the meaning, which was that the committee 
was to stand squarely on the agreement until “something more 
pliable could be worked out with respect to these emergency 
rates.” 

The rest of the report of the committee on cooperation was 
largely a resume of its work in the year just past and, except for 
a plea that members do not acquire the habit of saddling matters 
on it unless and until they have made the utmost effort to iron 
them out themselves, in which the meeting concurred, it called 
for no specific action. There was some discussion about the 
furnishing of mileage and route tables by various freight rate 
committees, especially with reference to the Central Freight 
Association, representatives of which, the chairman said, had 
told him that these could be furnished only at a cost of from 
$100 to $125 each. In New England, it was reported, such books 
are offered at $32 each and in Western Trunk Line the tables 
can be had “if you know how to get them.” C. F. A. officials 
have agreed, the chairman said, to make these tables available 
to shippers who wish to examine them at its offices and to fur- 





St. 


nish any “reasonable” number of specific mileage figures when 
requested to do so. 

The chairman also spoke about the extension of the prac- 
tice, to which the League had specifically agreed in the case of 
tariffs filed under the eastern and western class rate cases, of 
the carriers sending new tariffs to shippers express collect. He 
recommended that shippers protest instances of this kind when 
they occur. His report, as a whole, with the Fulbright amend- 
ment, was accepted. 

At the opening of the meeting F. T. Parker and T. F. 
Rahilley, president and vice-president, respectively, of the Ca- 
nadian Industrial Traffic League, were introduced and spoke a 
few words. 5 

Nomination of Officers 


The first order of business was the 
report of the nominating committee, 
made by J. P. Haynes. For president 
he placed in nomination Herman Muel- 
ler, traffic director, St. Paul Association 
of Commerce, St. Paul; for vice-presi- 
dent, Fred M. Renshaw, traffic commis- 
sioner, Chamber of Commerce, Buffalo; 
for treasurer, Roy W. Cambell, manager 
of the transportation department, But- 
ler Paper Corporations, Chicago. There 
followed the nominations for nine re- 
gional vice-presidents and “seventy-five 
members of the board of directors. 
Election, the president announced, 
would take place as the first order of 
business at the morning session the 
second day. 


Bentley and Belleville Honored 


Reporting for the executive commit- 
tee, J. H. Beek, executive secretary, pro- 
posed, first, the election of F. T. Bent- 
ley, retired former traffic manager of 
the Illinois Steel Company, to honorary 
life membership in the League. Follow- 
ing a stirring review of his activities in 
the League, presented by Mr. Fulbright 
and ordered transcribed and sent to 
Mr. Bentley, the recommendation of the 
committee was unanimously adopted. 

Similar action was taken on resolu- 
tions commemorating the death early 
this year of J. M. Belleville, one of the 


; — wrensent, charter members of the League. 
League in Ex Parte 103 and 104 
The report referred briefly to the participation of the 


League in Ex Parte 103 and Ex Parte 104. With reference to 
the former, Mr. Beek said, an extended resume would be given 
later by Mr. Fulbright. Further, he added, the executive com- 
mittee had decided that, in view of the expense involved and 
the money already spent, the League would not participate by 
counsel in future hearings in Ex Parte 104. However, he said. 
briefs would be filed and arguments made, and, in case hearing 
were reopened at points where League counsel had already par- 
ticipated, further appearance would be made. If, he added, 
any member felt that “his ox has been, or likely to be gored,” 
the League would be glad to make arrangements to have its 
counsel present at that member’s expense. John S. Burchmore, 
of League counsel, would render a fuller report in the matter 
at a later session, he said. 

The report announced that the next annual meeting of the 
League would be held at the New Yorker Hotel, New York, No- 
vember 16 and 17 of next year, with the customary meeting of 
the executive committee November 14 and 15. 

* The report as a whole was accepted. 


Aeronautics Committee 


R. J. Dellinger, reporting as chairman of the aeronautics 
committee, spoke briefly on the liability waiver clause that has 
been used on air passenger tickets. Among other things, this 
clause, as quoted, says “the user of this ticket agrees that the 
company ...is not a common carrier for hire...’ Mr. Del- 
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linger said the Department of Commerce had informed him that 
the status of airlines as common carriers would probably be 
decided in the near future in the courts, “using the railroad 
decisions as an analogy.” He further said that most lines to 
which his committee had written on the subject had agreed to 
omit the clause on future tickets. The report was accepted as 
one of information. 


Car Demurrage and Storage 


In presenting the report of the car demurrage and storage 
committee, Clare B. Tefft pointed out that meetings of the 
A. R. A. committee on these subjects had been held to a min- 
imum in the last year and that, consequently, little progress 
had been made in matters entrusted to the committee. Those 
on which no action had been taken by the committee since last 
year’s meeting and that were, at his request, referred again 
to the committee, included rules 2-A-1(c), 1-B-4(a)-Note 1, 2-B-1- 
Note 4, 2-B-3, 2-B-5, 3-B-1-Note, 3-B-2, and the question of waiv- 
ing arbitrary charge on Sundays and legal holidays immediately 
following the fourth credit day. Several other proposed changes 
on which action was taken at the 1930 meeting had since been 
adopted and published by the carriers, the report said. These 
included changes in rule 2-B-1-Note 3, 3-A-Note 1, 3-E, 5-B-1, 
5-B-2, 9-E, preamble tc rule 9, and two changes in the storage 
rules, involving exception No. 8 to 1-D and rule 5-D. 

With respect to rule 2-A-3, relating to free time allowed 
when car received second placement within the confines of the 
same industry or public delivery yard, the League last year 
instructed its committee to present the matter to the Commis- 
sion for arbitration. Now, the report said, the committee 
thought that could be- avoided if the previous action were re- 
scinded and the committee had permission to resubmit the mat- 
ter to the carrier committee. The recommendation was 
adopted.- On rule 4-E the committee reported that the Commis- 
sion now had it under, consideration in I. & S. 3344, in which 
proceedings the League had taken an active part. 

Two new matters were considered by the committee and 
presented Without recommendation. The first was the question 
of the operation of the two-day rule, 2-A-2, where a consignee 
unloaded a car and loaded it outbound within the confines of 
the same industry. In, such cases, the committee pointed out, 
the receiver-shipper was penalized for a manner of handling 
that resulted in “actual economies for the carrier,’ because, if 
another car had been ordered, a total of 96 hours of free time 
would have been allowed. This matter was sent back to the 
committee for further consideration. Instructions to take up 
the matter of a change in rule 3-C, item 45, with the A. R. A. 
committee were also given to the committee. The present op- 
eration of the rule, the committee pointed out, resulted in the 
delay of unloading of fiuit and vegetable cars, because it speci- 
fied that the time for unloading be computed from the first 7:00 
a. m. after the date on which notice of arrival was sent. Be- 
ginning of unloading at-6:00 a. m. shortened the unloading time 
by 23 hours, the commiftee pointed out. The report as a whole 
was accepted. : 

Diversion and Reconsignment 


F. M. Renshaw, chairman, reporting for the diversion and 
reconsignment committee, submitted an entire new set of diver- 
sion and reconsignment rules proposed by the carriers, after 
carriers’ representatives, had considered the specific recommen- 
dations adopted by the League at its 1930 meeting. In a num- 
ber of cases, the report pointed out, the recommendations of the 
League were disregarded and clauses to which objections had 
been voiced were permitted to remain. In other cases, objection- 
able clauses were inserted over the protest of the committee. 
As finally presented by the carriers, the report said, the com- 
mittee recommended that the League adhere to its original 
position and reaffirm its objections to proposed rules Nos. 5, 
7, 8, 9, 10, 12, 14 and 18. In the case of Rule 1, the committee 
recommended that the League reaffirm its earlier position, 
which was that a clause be inserted making it mandatory to 
quote rate and tariff references on waybills and freight bills 
carrying diversion and ;reconsigning charges. After some dis- 
cussion, however, the meeting voted to accept the rule as in- 
corporated in the carriers’ proposal without that clause. On 
Rules 2, 16 and 17 the gommittee voiced either approval or “no 
objection” and its recommendations were adopted. For pur- 
poses of clarification two minor changes were recommended in 
the preamble of the proposed rules—the first the insertion of 
a “for” between “or” and “transfer” in the parenthetical phrase 
“for delivery, or transfer to a connecting carrier,” in Paragraph 
D; and the second the striking out of the word “direct” before 
the phrase “connecting road-haul carrier,” in Paragraph E. 

The committee also reported failure in its efforts to obtain 
a reduction in charges on reconsignments and diversions and a 
standardization of such charges as between inter and intrastate 
traffic. The carriers’ cémmittee, the report said, proposed an 
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increase in these charges uniformly and the committee recom- 
mended that these increases be disapproved. The recommenda- 
tion was adopted. 

Something was also said in the report about the transfer of 
the rule covering grain and grain products reconsignments from 
its position in the carriers’ tariff to become Note 2 to Rules 12 
and 14. The committee said that, though no harm was effected 
by this transfer, it wanted the League to know that it was made 
without any notification to the committee, which made the dis- 
covery “through public announcements.” 

The report of the committee, with the amendments noted, 
was adopted. 

Classification Committee 


John Bingham, reporting as vice-chairman of the classifica- 
tion committee, in the absence of the chairman, W. P. Libby, 
told of the activities of that committee since the last meeting. 
He outlined the good that was coming from “town meetings,” 
held immediately before the regular meetings of the classifica- 
tion committees, and said the committee intended to continue 
them. Several other matters were discussed, purely as informa- 
tion, in his report, and it also recommended discontinuance from 
the committee’s docket of consideration of Rule 34, Section 3-B, 
the so-called “two-for-one” rule. The committee said further 
consideration had been given to this rule by the Commission in 
the furniture case, Docket 17000, part 5, “and that further action 
with respect to having this rule changed would be futile.” The 
meeting concurred. 

Considerable discussion ensued when the chairman asked 
the League to change its position, expressed last year, in a resolu- 
tion reading that “the committee be instructed to negotiate 
with the carriers for some means whereby arrangement may be 
made to bill freight to prepay stations on order bills of lading 
at no charge.” Mr. Bingham said it was apparent that the 
committee could not make such an arrangement so long as it 
was tied down not to permit a charge. He asked that the resolu- 
tion be passed omitting the last three words. There seemed to 
be some apprehension on the part of members that the elimina- 
tion of those words was tantamount to asking for a charge 
for this service, but the committee vice-chairman insisted that 
though the committee would be freer in its work, it would strive 
just as hard to have this service inaugurated at no cost. That 
part of the report was stricken from the docket and the rest of 
the report was adopted. 

Highway Transportation 


Spirited debate greeted the recommendations of the highway 
transportation committee, read by the chairman, C..E. Childe, 
but in the end all its recommendations were adopted. Uniformly, 
they were that motor trucks be not burdened with further 
taxes or regulation. With reference to taxation, the committee 


made this recommendation: 

It is the view of your committee that motor truck taxes should 
not be greater than an amount sufficient to pay their fair share of 
the cost and maintenance of improved highways; that the present 
taxes are on the whole sufficiently high for that purpose; that motor 
vehicle taxation should be applied alike upon private and commercial 
vehicles of the same class and that no penalty taxation should be 
exacted upon commercial carriers, and no discrimination made in 
taxation of common and contract carriers as distinguished from 
privately-operated vehicles. 


After a motion to table had been killed, this recommenda- 
tion was adopted. 

There was considerable dissent from the committee’s recom- 
mendation with reference to certificates of public convenience 
and necessity, which was that such requirements were “con- 
trary to public interest.” It was explained that, by certificates, 
the committee did not mean permits that might be based on 
the “moral and financial responsibility” of the truck owners, 
but merely certificates that might be issued or withheld by 
state bodies on the ground that there was, at the time of appli- 
cation, not sufficient transportation between the points involved, 
or that there was adequate transportation of that type. Such 
certificates were characterized by the committee as likely to 
stifle competition and to set up transportation monopolies. The 
committee’s recommendation was adopted on a divided vote. 

In the third instance, the committee said it believed “that 
legislation designed to enforce rate regulation upon highway 
freight carriers is ill-advised and contrary to public interest.” 
This recommendation, according to the chairman, was based 
largely on the idea that it would be unfair to regulate common 
carrier trucks unless contract carriers were also regulated— 
an impossible job under present conditions. It was moved that 
the committee’s recommendation be amended by the addition 
of the words, “unless a way is found to regulate all carriers alike.” 
Mr. Fulbright pointed out that the committee and the League 
were dealing with existing conditions and that, if a way were 
found to deal with “all carriers alike’ sometime in the future, 
the League could change its position. The amendment was lost 
and the committee’s recommendation adopted. 

The question of issuing permits to trucks covering safety 
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and financial responsibility the committee asked be left open 
and sent back to it for further study. That was done. Another 
recommendation, that the League’s legislative committee be 
instructed to “advocate whatever change in the federal law may 
be necessary to permit railroads to establish joint rail and high- 
way rates,” was adopted without dissent. A discussion of cordina- 
tion of rail and highway transportation and store door delivery 
and pickup, and another which went at some length into devel- 
opments of and experiments in highway freight transportation 
in the United States, were accepted as information. With 
respect to the latter the committee submitted the following 
recommendation: 


The League should, in our opinion, go on record advocating a 
liberal attitude by the Interstate Commerce Commission and other 
regulating authorities toward all experiments in this new field of co- 
ordinated rail-truck transportation to encourage its maximum devel- 
opment in the public interest with a minimum of restriction by regu- 
latory rules. We commend the awakened attitude of railroads 
throughout the country in dealing with these problems. 


H. A. Hollopeter, a member of the committee who, together 
with Frank H. Baer and C. E. Hochstedler, had filed a number 
of dissents to the report, submitted an amendment to this recom- 
mendation which was intended to “and urge the carrier to 
consider this as a national and not a sectional question and to 
avoid discriminatory situations in meeting it.”’” The amendment 
was lost and the recommendation adopted. 

Finally, after a brief discussion of the legislative situation 
as applied to highway transportation, the committee recom- 
mended that the League oppose restrictive legislation on that 
type of traffic. That recommendation, which was adopted, read 
as follows: 


Your committee believes that developments during the year have 
amply sustained and justified the League’s policy of opposing rate 
regulation or other restrictive legislation against motor truck trans- 
portation except in the interest of safety and responsibility. We rec- 
ommend that this policy be continued and that the League’s officers 
and legislative and highway transportation committees be authorized 
to oppose actively any bills contrary thereto that may be introduced 
in Congress during the next session. 


The report as a whole was accepted. 
Legislative Committee 


The legislative committee report, which in the past has 
consumed a good part of each of the League’s meetings, was 
brief and was disposed of in a quarter of an hour. It was pre- 
sented by R. C. Fulbright, chairman. The report said the com- 
mittee had nothing new to present, but several older matters 
were considered briefly. It pointed out that the special com- 
mittee appointed last fall to deal with the subjects contained in 
the railroad executives’ “declaration of policy” had had passed 
on to it “certain functions which normally would be performed 
by the legislative committee.” 

With reference to consolidations, the committee presented 
a recommendation somewhat modifying the League’s position 
in view of newer proposed legislation. It was to the effect that 
the League oppose “legislation which would permit holding 
companies to acquire control of two or more railroads without 
consent of the Commission, or which would permit an indirect 
acquisition of control through any device which would be con- 
trary to the spirit and purpose of the previous bills approved 
by the League.” That recommendation was adopted as also 
was one recommending that the League “continue its efforts to 
revise the rate-making provisions of section 15a and to obtain 
repeal of the recapture provisions.” 

Continued efforts to obtain the right of appeal for shippers 
from both affirmative and negative decisions of the Commission, 
to empower the Commission to establish through rates and joint 
rates where they are in the public interest, and to reorganize 
the Commission so that it may delegate some of its functions 
to single commissioners or examiners, were also recommended 
and the recommendations adopted. 

The report then listed several matters on which it “as- 
sumed no further action to be necessary,” and suggested that it 
“would not be wise at this time to undertake new legislation on 
the subject of reparation.” Finally the committee asked to be 
relieved of further consideration of fourth section matters and 
the Hague rules, since the League had special committees to 
deal with each of these. These requests were granted and the 
report as a whole adopted. 


Membership Committee 


A. G. T. Moore, chairman of the membership committee, 
said the time was not opportune for a membership campaign, 
but that his committee was busy trying to “dam the flood of 
resignations.” In 1929, he said, these numbered 46, in 1930, 80, 
and in 1931, thus far, 141. However, he pointed out that, from 
November, 1930, to June, 1931, when his committee went seri- 
ously to work with mail efforts, there were 101 resignations, 
whereas there had been only 23 since. A prospect list of 883 
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names had been built up, he said, and four resigned members 
had been persuaded to rejoin. On the prospects, he added, he 
and his committee would go to work as soon as the time seemed 
right. 

Other Reports 

Four reports containing no special recommendations and 
all of them brief statements of progress or information were 
accepted at the close of the first day’s sessions. They were 
the passenger traffic committee report, presented by Leo E. 
Golden; the postal service committee report, presented by Mr. 
Beek in the absence of the chairman, J. E. Wilson; the em- 
bargo rules and regulations report, presented by Charles 
Orchard, chairman; and the Hague rules committee report, pre- 
sented by Mr. Fulbright, in the absence of C. E. Herrick, chair- 
man. The postal committee asked for instructions as to what 
action it should take with reference to proposals to raise the 
first class postage rates, but on the recommendation of the ex- 
ecutive committee, it was merely received as information with- 
out that advice being forthcoming. Mr. Fulbright, speaking for 
the Hague rules committee, said it was probably definite action 
would be required in the coming year. 

Mr. Beek also presented the report of the finance and au- 
diting committee, C. A. Lahey, chairman, not being present. 
The report included the findings of certified accountants show- 
ing the books of the League to be in order, and showing also 
an operating deficit of $6,234 for the fiscal year ending No- 
vember 1, 1931. 

Annual Dinner 


The ball room of the Palmer House was well filled for the 
annual dinner in the evening. The program included a number 
of short talks on varied subjects. Col. Robert Isham Randolph, 
president of the Chicago Association of Commerce, spoke on the 
work of the so-called “secret six,” a crime investigation body 
that has been assisting the police and prosecutors in breaking 
up what he called Chicago’s “invisible government.” Craig B. 
Hazelwood, vice-president of the First National Bank, analyzed 
the present depression in terms of the financial history of the 
country and warned against the predictions of optimists and 
pessimists alike. Allen D. Albert, assistant to the president of 
the Chicago Century of Progress Exposition, drew a picture of 
the proposed exhibits at that exhibition and invited everyone 
to lend his individual assistance in making it a success. “Officer 
Mulcahey,” a member of the St. Paul police force, furnished the 
comedy relief, his remarks drawing a parallel between the pro- 
fession of traffic manager and that of a gunman drawing rounds 
of laughter. The program concluded with motion pictures show- 
ing the operation of the Mount Vernon unit freight carrier, a 
container-truck combination that uses ordinary flat cars and 
that requires no hoisting machinery. George A. Blair, Chicago, 
general chairman of the local committee on arrangements, was 
toastmaster. The Rev. Douglas Horton, of the United Church 
of Hyde Park, delivered the invocation. 


Election of Officers 


The first order of business at the second days’ session was 
the election of officers. There being no additional nominations, 
the recommendations of the nominating committee were ac- 
cepted. Besides the president, vice-president, and treasurer, as 
noted earlier, these included the following regional vice- 
presidents. 


Hilleary, New York; Central Freight 
Detroit; New England district, 
Southwestern district, U. S. 


Trunk Line district, C. L. 
Association district, C. A. Sullivan, 
R. W. Poteet, New Britain, Conn.; 
Pawkett, San Antonio; Western Trunk Line district, J. P. Haynes, 
Chicago; Pacific Coast district, I. F. Lyons, San Francisco; North- 
western district, C. T. Vandenover, Minneapolis; Southeastern dis- 
trict, A. W. Carey, Birmingham. 


The following were elected to the board of directors: 


W. N. Agnew, New York City; J. L. Roberts, New York City; 
F. H. Baer, Cleveland, Ohio; J. D. Battle, Washington, D. C.; L. C. 
Bihler, Pittsburgh, Pa.; J. W. Bingham, Chicago; Geo. A. Blair, Chi- 
cago; J. L. Bowlus, Milwaukee; E. F. Brown, New York City; F. C. 
Bryan, Milwaukee; Thomas J. Burke, Charleston, S. C.; F. W. Bur- 
ton, Rochester, N. Y.; R. A. Blanchard, Granite City, Ill; E._ P. 
Byars, Ft. Worth, Tex.; Roy W. Campbell, Chicago; J. A. Coakley, 
Cleveland; R. P. Coapstick, Indianapolis, Ind.; H. J. Conley, Ft. Smith, 
Ark.; Guy L. Cory, Springfield, Ohio; E. P. Costello, St. Louis, Mo.; 
Cc. D. Dooley, Chicago; W. S. Creighton, Charlotte, N. C.; J. O. 
Cromwell, Macon, Ga.; Philip Croxton, New York City; W. A. Curtin, 
Portland, Ore.; W. H. Day, Boston, Mass.; Harry Dickinson, Denver, 
Colo.; F. A. Doebber, Indianapolis, Ind.; J. H. Donnell, Tampa, Fla.; 
H. C. Eargle, Beaumont, Tex.; Charles B. Baldwin, Boston, Mass.; 
W. J. Williamson, Chicago; H. M. Freer, New York City; J. C. 
Graham, Jackson, Mich.; W. T. Hancock, Houston, Tex.; T. T. Hark- 
rader, New York City; G. S. Henderson, Baltimore, Md.; Samuel 
Herndon, Cincinnati, Ohio; Geo. F. Hichborn, New York City; F. C. 
Hillyer, Jacksonville, Fla.; C. A. Lahey, Chicago; William I. Nokely, 
Wyandotte, Mich.; Wm. P. Libby, North Plymouth, Mass.; J. S. 
Marvin, New York City; J. W. McCune, Tacoma, Wash.; L. S. Mc- 
Intyre, Seattle, Wash.; W. T. Lowe, Pittsburgh, Pa.; A. G. T. Moore, 
New Orleans, La.; Harry T. Moore, Atlanta, Ga.; E. C. Nettels, Bat- 
tle Creek, Mich.; M. T. Otto, Dayton, Ohio; T. A. Bosley, Richmond, 
Va.; F. E. Paulson, Allentown, Pa.; H. D. Rhodehouse, Youngstown, 
Ohio; P. M. Ripley, New York City; E. W. Adams, Tulsa, Okla.; C. 
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H. Rolf, Philadelphia, Pa.; Robert C. Ross, Chicago; C. F. Rowe, 
Duluth, Minn.; Charles R. Seal, Baltimore, d.; A. J. Sevin, Pitts- 
burgh, Pa.; H. F. Sundberg, Cedar Rapids, Ia.; J. H. Tedrow, Kan- 
sas City, Mo.; F. B. Townsend, Minneapolis, Minn.; M. M. Twohig, 
Cleveland, Ohio; A. F. Vandegrift, Louisville, Ky.; R. M. Vowels, 
Chicago; H. J. Wagner, Norfolk, Va.; Wm. A. Angus, Philadelphia, Pa.; 
W. S. Whitten, Lincoln, Neb.; P. R. Wigton, Sioux City, Ia.; N. E. 
Williams, Fargo, N. D.;'J. E. Wilson, Buffalo, N. Y.; J. B. McMahon, 
Youngstown, Ohio; James G. Young, Columbus, Ohio. 


Ex Parte 104 


Following the election of officers, the morning of the second 
day, John S. Burchmore, of League counsel, was asked -to the 
platform to tell the members something about the League’s 
activities in Part II of Ex Parte 104, the so-called terminal serv- 
ices investigation. Mr. Burchmore said that, after the institu- 
tion of these proceedings by fhe Commission, he had been or- 
dered by the executive committee to attend the hearings, having 
in mind particularly the interests of the League and its mem- 
bers in car spotting, trap car services and charges, and switch- 
ing charge absorption. He told the meeting that his inferences 
from the questions of the examiners to railroad witnesses at 
the hearings was that there was some idea in the mind of the 
Commission that spotting services at anything but “simple” 
side tracks—that is to say, at industrial plants that had two or 
more side tracks—was something beyond the service of the line 
haul and ought to be charged for. He also drew from these 
questions the inference that it was the thought of the Commis- 
sion that large sums of carrier revenues were being dissipated 
through switching absorption arrangements. Car demurrage 
and trap car services were also under scrutiny, he said. He 
had been at all hearings up to the present date, but, in accord- 
ance with the wishes of the League, as expressed at the previous 
day’s session, he would not attend others subsequent to the one 
now going on in Chicago. As a matter of fact, he added, there 
was some supposition that the investigation was to be kept 
open indefinitely—to be made something of a “permanent in- 
vestigation.” 

Practices and Policies 


The net result of a year of work on the part of a special 
committee on League practices and policies, appointed in con- 
currence with a resolution passed at the annual meeting last 
year in New York—and of a long day of considering the report 
of that committee as presented by its chairman, J. W. Mon- 
tigney, was that the League decided to keep its constitution 
and by-laws pretty much in the same shape as they have been 
in the last 25 years and to continue conducting its business 
with some minor modifications in procedure, in the manner to 
which it has become accustomed. A few minor recommenda- 
tions of the committee were adopted, but its general plan for 
“giving the League back to its members’—a phrase frequently 
used by Mr. Montigney—was voted down. 

The meeting opened its attack on the committee report 
after it had begun with the unanimous approval of recom- 
mendations with respect to retaining League headquarters in 
Chicago, opposing the formation of regional leagues, leaving the 
method of submitting information to the members and the ques- 
tion of initiating a League periodical in the hands of the ex- 
ecutive committee, suggesting that committee members be se- 
lected on the basis of competency ‘giving whatever possible 
recognition to various types of industry and organizations to- 
gether with a broader representation from the membership it- 
self,” instructing the executive secretary to accompany circu- 
lars of important court decisions with an analysis of such 
decisions, and amending Article III of the constitution to include 
traffic organizations among those eligible for membership. 

Coming then to the committee’s proposed revision of Article 
VI of the constitution, which proposed the abolition of the 
board of directors and the direct election of the members of 
the executive committee by the membership, the meeting, real- 
izing that this was the key to the reorganization plan of the 
committee, voted it down by a considerable majority. This vote 
almost automatically eliminated a number of other proposed 
revisions from consideration. In Article V, concerned with the 
duties of officers, the meeting voted down a proposal to include 
in the first paragraph phrases making the president the official 
spokesman for the League and giving him direct control over 
the activities of the executive secretary. Proposed modifica- 
tions which would have made the vice-president automatically 
the chairman of the executive committee and which would have 
instructed the executive secretary “to report to and be under 
the immediate supervision of the president,” were also rejected. 
Changes in the article broadening somewhat the functions of 
the regional vice-presidents and making the assistant treasurer 
a joint appointee of the executive secretary and the treasurer 
were accepted, as also were phrases added to the duties of the 
treasurer concerned with the acceptance of gifts and donations 
and with the carrying of League accounts and safety boxes in 
national banks. 

Article VI, which concerns the make-up and operation of 





the board of directors, and which the committee would have 
eliminated, was retained. Only one of the several changes sug- 
gested in Article VII, which defines the workings of the execu- 
tive committee, was accepted. This amendment states that 
that committee “shall have no authority to alter committee re- 
ports but shall bring them directly to the League with its rec- 
ommendation as to their disposition.” 

Deeming the time inopportune to talk about any change in 
dues, even though some dissatisfaction was expressed among 
the membership over the present basis, the meeting voted to 
reject the committee’s recommended new schedule and to retain 
Article VIII, dealing with that subject, intact. It seemed to be 
the sense of the meeting that, at some future time, the whole 
question of dues should be put into the hands of a special com- 
mittee for study. 

An amendment to Article XI, defining by states the eight 
regions from which regional vice-presidents are to be elected, 
was adopted. The committee’s recommendation that no change 
in the present method of selecting the nominating committee 
be made, was also agreed to. Proposed changes in Articles X 
and XI, were rejected and the existing articles “reaffirmed.” 

The chair ruled that a proposed change in Article I of the 
by-laws, which would have placed the report of the nominating 
committee first in the order of business at League meetings, 
was out of order, inasmuch as that procedure was specified un- 
der Article IX of the Constitution. Changes suggested in the 
first four paragraphs under the heading “Committee Reports,” 
in Article III of the by-laws, were rejected. A fifth paragraph 
under that heading was adopted, reading as follows: 

“Members to obtain consideration of a subject must refer 
same in writing to the executive committee, except that, if sub- 
mitted at a League meeting consideration shall be given to it 
by the League.” 

As paragraph six under the heading, the following was 
adopted: 


No motion to table a subject or report properly submitted will 
be permitted unless such subject_or report shall first have had the 
consideration of the membership. Robert’s Rules of procedure shall not 
apply to this paragraph. 


Having worried its way through the voluminous report, the 
meeting finally adopted a resolution that the committee be in- 
structed to destroy the two stenographic copies of hearings held 
before it, and dismissed the committee with thanks. 


Blair Elected Chairman 


For a few minutes, immediately after reassembly after the 
noon recess, it looked as though the organization of the new 
executive committee might have gone awry. F. S. Keiser, re- 
porting as chairman of the board of directors, said that twenty 
members of the executive committee had been elected at a 
meeting held at noon. Immediately these twenty and other 
members of the executive committee were called into session 
to organize. They elected George A. Blair chairman. There 
had since risen in his mind, Mr. Keiser said, a doubt as to 
whether the required quorum of fifteen had been present at the 
executive committee meeting. He asked for instructions as to 
what to do. Mr. Blair said that if it developed that his election 
was not legal, he would decline the post of chairman. Someone 
pointed out that another meeting of the committee could not be 
called because there was no chairman to call it. The difficulty 
was finally overcome by an immediate reassembly of 24 mem- 
bers of the committee and the unanimous election of Mr. Blair. 
Members of the committee, as elected by the board of directors, 
were as follows: H. D. Rhodehouse, L. C. Bihler, H. F. Wagner, 
E. C. Nettles, H. M. Freer, G. A. Blair, R. B. Coapstick, C. R. 
Seal, A. F. Vandegrift, W. P. Sibley, F. E. Paulson, J. W. Bing- 
ham, F. H. Baer, R. C. Ross, Samuel Herndon, J. S. Marvin, J. 
A. Coakley, T. T. Harkrader, W. C. Doebber, A. J. Sevin. 


Declaration of Policy 


A feeling on the part of the League that the railroad ex- 
ecutives had been lacking in complete frankness in dealing with 
its special committee for considering the carriers’ “declaration 
of policy” of last fall, resulted in adopting a motion, proposed 
by Mr. Chandler, that the committee be instructed to notify 
the railroads that the League’s position was that further joint 
conferences would be useless, and that the League would -pro- 
cede to oppose any legislation proposed by the carriers, or 
others, which might conflict with the views adopted as parts 
of the report of the special committee and the report of the 
highway transportation committee. The adoption of the mo- 
tion resulted in the remark by Mr. Fulbright, who presented 
the report of the special committee, that, in effect, the work of 
the committee was terminated thereby, and by an expression 
from Murray Billings, member of the committee, that, in view 
of this “hamstringing,’ he wanted to announce his resignation 
from the committee. 

Mr. Chandler’s motion, as originally introduced, began with 
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the phrase: “In view of newspaper reports. . . .” Mr. Ful- 
pright proposed an amendment which was adopted, striking out 
that phrase, on the strength of a telegram from R. H. Aishton, 
president of the A. R. A., denying the authenticity of the press 
stories. ‘This caused Mr. Chandler to express himself to the 
effect that the carriers had previously misrepresented their 
position and that he didn’t place much credence in the telegram. 

So far as the committee report was concerned, the “state- 
ment of principles,’ with which it was prefaced, was adopted. 
This statement read as follows: 


The undersigned special committee, appointed by virtue of the 
action of the executive committee of the league on May 27, 1931, 
begs leave to submit the following report: 

The declaration of legislative policy published by the association 
of railway executives, under date of November 20, 1930, has been 
the subject of an exchange of views with a committee of railroad 
executives. A general meeting was held in Chicago on June 25, 1931, 
following which informal discussion took place between representa- 
tives of the committee and representatives of the railroad executives. 
Following these informal discussions a joint meeting of the committees 
was held in New York City, October 15, 1931, at which time a full 
and frank discussion was had of all matters embodied in the declara- 
tion, except the subject of regulation of pipe line transportation, as 
to which it was the opinion of your committee that no action should 
be taken by the league. 

While the league committee has no authority to express the views 
of the railroad committee, it appeared that there was a substantial 
agreement between the committees on certain fundamental principles 
which should underlie the treatment of the respective subjects. These 
principles, as endorsed by your committee, are as follows: 

1. The public is entitled to the benefit of the most economical and 
efficient means of transportation of commerce by any instrumentalities 
of transportation which may be suited to such purpose. 

2. No legislation should be attempted which has for its purpose 
the stifling of any legitimate form of fransportation. 

3. To the extent that any governmental regulation of the rates 
and charges of any form of transportation is undertaken, the deter- 
mination of maximum reasonable rates and charges should be based 
upon the operating conditions in that particular field of transportation, 
together with other pertinent conditions, and should not be determined 
by mere relation to the rates and charges of competing agencies of 
transportation, but this should not be construed as prohibiting per- 
missive authority to meet the rates of competing agencies under 
proper conditions. 

4. Efficient railroad transportation is essential to the commerce 
and welfare of the country as a whole, but this declaration does not 
mean that efficient highway and water transportation is not also 
essential to modern commerce. 

5. Any permanent policy of governmental operation of transporta- 
tion agencies is contrary to the public interest. 

6. Reasonable compensation should be paid for the use of public 
highways by commercial motor vehicles. 


The body of the report was largely informative. It was 
adopted with its recommendation that “the League continue 
active studies of these subjects for the purpose of determining 
its future course of action with respect thereto. 

In addition it was decided to ask the committee to conduct 
a study into forwarding companies. 


Because of a feeling that the League had better minimize 
any attention it might give to bus transportation, the proposal 
of the committee that the League endorse the “general prin- 
ciples” of the Parker bill, was lost. 


With reference to motor trucks, the committee’s recom- 
mendation that the League foster an amendment to the inter- 
state commerce act to permit joint rail and motor vehicle rates 
and placing such rates under the jurisdiction of the Commission 
was adopted. General recommendations under this head were 
also approved, as follows: 


While your committee has not as yet worked out a detailed pro- 
gram by which the foregoing purposes may be accomplished, it is 
thought that the League should favor the development of uniform 
codes among the several states to govern the operations of motor car- 
riers upon the public highways. To this end it would be proper to 
provide by law requirements for surety bonds or other financial 
rn nag to indemnify all persons against damage caused by the 
operations, negligence or malfeasance of such operators. As a part 
of the exercise of the police powers of the respective states, operators 
of motor trucks for hire should be required to stand examination as 
to their competency, moral responsibility, and knowledge of the traffic 
laws and regulations of the states where they operate. Provision 
should be made for licensing persons, firms and corporations to oper- 
ate lines of motor trucks for hire, and the right should be retained 
to cancel licenses to operators or otherwise punish infractions of the 
regulations or negligence in their service to the public. Proper re- 
quirements such as limitations upon speed and the size and character 
of vehicles to be used are all subjects in which requirements should 
be worked out upon recognized scientific bases. These are proper 
functions for the state and in connection therewith reciprocity ar- 
rangements between the several states should be perfected. 


We also believe that railroads should be permitted to operate lines 
of motor trucks for hire, but that no such operations should be car- 
ried into the accounts of the railroad operations proper. We would 
look with disfavor upon any law which would permit the railroad to 
pass the burden of unprofitable motor truck operations to the public 
by including such losses in the expense of railroad operation. 


With reference to compensation for the use of highways, 
the recommendation, also adopted, was as follows: 


Your committee believes that this is primarily a problem of the 
states and we would recommend that any federal legislation on the 
subject be opposed, unless it be necessary to enable the states to 
handle the problem themselves, or unless it be found that there is no 
hope for a solution through action by the respective states. 
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Considerable discussion followed the introduction of the 
committee’s recommendation that the League favor changes in 
the fourth section making it possible for railroads to initiate 
truck-competitive rates without regard to it. The chief desire 
of the meeting seemed to be to preserve the aggregate of inter- 
mediates clause, and the recommendation, as finally adopted, 
read as follows: 


For several years the League has felt that the provisions of the 
Fourth Section were too rigid to enable the carriers to meet competi- 
tion in cases where the meeting of such competition would not place 
undue burden upon other transportation. The developments of the 
past few years have accentuated that conviciton, and we believe active 
efforts should be made by the League to bring about such modifica- 
tion as will permit the railroads to meet this situation. 

We believe it would be proper for the Commission to be required 
to grant authority to depart from the Fourth Section to meet motor 
truck competition provided it found, after due investigation, that the 
rates to be authorized were compensatory and would not constitute 
a burden upon other traffic, and also that they would not result 
in the destruction of a competitive agency of transportation, and 
that they would not depart from the aggregate of intermediates 
clause of the fourth section. 


On the subject of the regulation of water transportation, 
the committee had this to recommend: 

Your committee is opposed to any attempt to regulate rates or 
service, or to require publication of tariffs, in the case of private 
lines or chartered boats where the service is private carriage for the 
charterer. 

Your committee is also of the opinion that the jurisdiction of 
port to port rates and the regulation of such service by regular or 
irregular carriers should not be placed under the Interstate Com- 
merce Commission. 


It is not considered in the public interest that a vessel carrying 
eargo for hire should be required to obtain a certificate of public 
convenience and necessity before it is permitted to operate, nor to 
conform to standardized requirements for scheduled service. For 
these and other reasons your committee does not feel that certificates 
of public convenience and necessity should be required of steam- 


ship lines. 
Ex Parte 103 


As chairman of the special committee to handle the League’s 
interests in Ex Parte 103, Mr. Fulbright reviewed the League’s 
participation in that case. He said the pooling plan had 
originated in the committee and not at the suggestion of any 
representative of the Commission. He analyzed the railroad’s 
reply to the Commission’s decision in that case. He said the 
loan provisions of the railroad’s pooling plan was not satis- 
factory, and criticized especially the proposal that rate reduc- 
tions be permitted to be taken out of the 15 per cent increase. 
That, he said, would permit a carrier to be “in and out” of the 
pool on specific traffic, just as it pleased. 


Routine Reports 


Routine reports, either of progress or consisting of merely 
informative matter, were passed toward the close of the meet- 
ing, covering the activities of the railroad accounting rules com- 
mittee, the rate construction and tariffs committee, the special 
committee on rates between the United States and Canada, the 
express sub-block committee, the committee on merchant marine, 
and the fourth section committee. Two other committees pre- 
sented reports of information which were accepted together with 
recommendations that the committees be discharged, their work 
having been completed. These were the committee on payment 
ot freight charges and the fiber container committee. 

The request of the weighing committee, submitted by 
Murray Billings, chairman, that the League reaffirm its position 
as “opposing a charge for obtaining actual lightweight cars used 
in transportation when used as one of the factors to obtain 
proper freight charges to be assessed on shipments,” was 
granted. It was voted, however, not to participate by counsel 
in proceedings resulting from the suspension of Jones’ tariff 
I. C. C. 2434 and others dealing with changes in the tolerance 
rules. 

The report of the committee on procedure before the Com- 
mission discussed the question of time allowed for oral argu- 
ments, and submitted the following recommendation, which was 
adopted: 

We believe, however, that it would be an improvement over the 
present system, and we, therefore, recommend that the league endorse 
a rule that, except for extraordinary causes shown, a person may 
not participate in oral argument unless the Commission is in receipt 
of his request for an allotment of time at least fifteen days ahead 
of the date set for the argument. We also recommend, in the event 


such a rule is established, that the Commission should notify litigants 
and counsel ten days before the argument of the time alloted to each. 


. The remainder of its report was accepted as information. 
Under new business, a resolution was presented by Mr. Holo- 
peter instructing the cooperative committee to take up with 
the rate groups a proposal to abrogate the rate change mora- 
torium adopted sometime ago. It was stated that, so far, the 
Western Trunk Line roads were the only ones that’ had taken 
such action. The resolution was passed. 
The meeting closed with the introduction into the chair of 
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Mr. Renshaw, new vice-president, in place of Mr. Mueller, new 
president, who had to leave the meeting earlier in the day. Mr. 
Day, retiring president, received a rising vote of thanks for his 
services. 





UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 8980, authorizing the acquisition 
by the Lehigh Valley Railroad Company of joint control of the Owasco 
River Railway by purchase of one-half of the capital stock thereof, 
approved. 

Report and order in F. D. No. 9004, authorizing (1) the Philadel- 
phia, Baltimore & Washington Railroad Company to issue $944,000 of 
general-mortgage gold bonds, series D; said bonds to be delivered at 
par to the Pennsylvania Railroad Company in partial reimbursement 
for advances made by that company which were used for capital 
purposes; and (2) the Pennsylvania Railroad Copmany to assume 
obligation and liability, as lessee and guarantor, in respect of said 
bonds, approved. 

Supplemental report and order in F. D. No. 4273, authorizing the 
acquisition by the Gulf, Colorado & Santa Fe Ry. Co. of control, by 
modified lease, of part of the railroad of the Pecos & Northern Texas 
Ry. Co., approved. 


FINANCE APPLICATIONS 


Finance No. 9043. Alabama Great Southern Railroad Co. asks 
authority nominally to issue $500,000 of first consolidated mortgage gold 
5 per cent bonds to be held in company’s treasury until further order 
of the Commission. 

Finance No. 9041. Fonda, Johnstown & Gloversville Railroad Co. 
asks authority to issue 60 notes aggregating $75,000 to J. G. Brill 
Co. in connection with purchase for $100,000 of five high-speed motor 
cars for use on its double track interurban line between Gloversville 
and Schenectady, N. Y., by means of which running time will be 
lessened and traveling public be provided with better service. 

Finance No. 3511. Supplemental application of Lehigh Valley Rail- 
road Co. for authority to deliver to J. P. Morgan & Co., $5,000,000 
of general consolidated mortgage 5 per cent bonds of petitioner as 
a pledge to secure continuation of short term loan of $3,000,000; to 
deliver to the First National Bank of City of New York $5,000,000 
of general consolidated mortgage 5 per cent bonds of petitioner for 
a short term loan not to exceed $3,000,000. Due to present unsettled 
condition of the financial markets, applicant says, it would be un- 
economic to attempt to sell at this time the general consolidated 
mortgage bonds in order to raise funds for petitioner’s corporate 
purposes, and a short term loan is the most practicable and economic 
method of financing temporary corporate needs. 

Finance No. 9036. Chicago Great Western Railroad Co. asks au- 
thority to abanadon operation of that portion of its railroad between 
Rollingstone and Altura, Minn., 8.685 miles; to extend its line by 
operation over tracks of Chicago & North Western, Chicago, Burling- 
ton & Quincy and Winona Bridge Railway Co., between Utica and 
Winona, Minn., about 25 miles; and to build a connecting track be- 
tween applicant’s main line track and that of the Chicago & North 
Western near Utica, Minn., approximately 5,804 feet. Applicant says 
part of line to be abandoned is very expensive to operate and main- 
tain because of severe grades, excessive curvature and a large number 
of wooden bridges and a large amount of money will have to be 
spent to rehabilitate it if it is not abandoned, and public will be 
adequately served by stub operation from Utica to Altura and from 
Winona to Rollingstone; that. proposed trackage operation together 
with operation from Utica to Altura and from Winona to Rollingstone 
will be much less expensive to applicant than the present operation 
of its own line between Utica and Winona, and that building of con- 
nection proposed will be necessary in order that Great Western trains 
may reach the line of the Chicago & North Western near Utica, and 
is essential part of plan proposed. 

Finance No. 9038. Joint application of The Bell Telephone Co. 
of Pennsylvania and Clinton Telephone Co. for approval of acquisition 
of property of latter in Lycoming and Clinton counties, Pa., by former. 

Finance No. 9039. Chicago, St. Paul, Minneapolis & Omaha Rail- 
way Co. asks authority to issue and sell $240,000 of 434 per cent 
equipment trust certificates in connection with acquisition of three 
passenger locomotives. Bids to be asked for certificates. 

Finance No. 9040. New Iberia & Northern Railroad Co. asks au- 
thority to construct a spur from the end of applicant’s Jefferson 
Island salt mine branch to the proposed plant sjte of the Jefferson 
Lake Oil Co., 3.8 miles, in Parishes of Iberia and Vermillion, La. 

Finance No. 9031. Boston & Maine Railroad asks authority to 
issue 75,000 shares of 7 per cent prior preference stock for the sole 
purpose of exchange for convertible general mortgage bonds at the 
rate of 5 shares of such stock for each $500 principal amount of 
mortgage bonds, under the collateral agreement, dated August 25, 
1926, between the corporation and the Old Colony Trust Co., and S. 
Parkman Shaw, Jr., trustees. 

Finance No. 9032. Marianna & Blountstown Railroad Co. asks 
authority to acquire by purcha’se from Albert L. Lohm, as receiver of 
the Dothan Naional Bank, insolvent, for $40,000, and operate all the 
property now owned and operated by aforesaid receiver under the 
name and style of the Alabama, Florida & Gulf Railroad, embracing 
32 miles of main track; to construct and operate a 9 mile extension 
from Greenwood to Marianna, Fla., to connect the present trackage 
of applicant with the A. F. & G. and to construct and operate a 
line from a point at or near Wilson, Ala., either to Dothan, Ala., or 
to a point on or connection with the Atlanta & St. Andrews Bay 
Railway Co., leading into Dothan. Applicant plans to finance acquisi- 
tion and construction by issuance and sale of $150,000 of preferred 
stock to present owners of the common stock and outstanding bonds 
of the applicant and to interested parties in the community to be 
served by the proposed extension. 

Finance No. 9033. Texas & New Orleans Railroad Co., and 
Morgan’s Louisiana & Texas Railroad & Steamship Co. ask permis- 
sion to change present operating methods in the New Orleans termi- 
nals and route traffic over a bridge to be constructed across the 
Mississippi River, by the state of Louisiana acting through the State 
Advisory Board, and the city of New Orleans, acting through the 
Public Belt Railroad Commission, and abandon operations by car 
ferries across the Mississippi ‘between Avondale and Harahan, near 
New Orleans. 

Finance No. 9034. Michigan Central Railroad Co., New-York Cen- 
tral Railroad Co., and Detroit, Toledo & Milwaukee Railroad Co., ask 
authority to abandon part of the railroad of the Detroit, Toledo & 
Milwaukee and of the operation thereof, situated east of the point of 
connection of the D. T. & M. with Battle Creek & Sturgis Railway 
Co., in Calhoun county, Mich., and extending to Dundee, Mich., ap- 
proximately 88 miles. Applicants say that portion of the line between 
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Battle Creek and Marshall parallels at but a short distance the main 
line of the Michigan Central and has not been maintained or operated 
since August 10, 1918. Applicants say the use of privately owned 
automobiles and trucks by the residents of the territory served by 
the line fulfills their transportation needs. 


GRAIN HEARINGS ADJOURNED 


Joint hearing in I. and S. 3634, grain and related articles 
from Kansas City, Mo., etc., to East Fort Madison, Ill., docket 
15037, Southwestern Millers’ League and others against the 
Santa Fe and others (further hearing); docket 24676, Minneap- 
olis Traffic Association and others against the Ann Arbor and 
others, and docket 24725, Omaha Grain Exchange against the 
Ann Arbor and others, which began at Chicago, before Ex- 
aminers Mackley and Hall, November 3 (see Traffic World, 
November 14, p. 1054), was adjourned November 13 until some 
time in January. 

The complaints are largely an outgrowth of the decision 
in the Hoch-Smith grain case and involve the relationship of 
western markets on shipments into Central Territory. It is 
expected a number of additional complaints, some of which have 
been filed and others in prospect, will be joined with these four 
cases at the time of the adjourned hearing. In addition to 
completion of complainant testimony at that time, the entire 
carrier case is to go in. 

The hearing November 3 was concluded with intervening 
testimony in the case brought by the Omaha Grain Exchange 
on the part of Kansas City, Sioux City, and St. Joseph, Mo. 
Freeman Bradley, representing Sioux City grain interests, op- 
posed any alteration in the existing rates in so far as that might 
involve a disruption of the parity in rates to the east applicable 
from Siouox City and Omaha. Walter Scott, appearing for the 
Kansas City Board of Trade, in opposition to the Omaha com- 
plaint, emphasized the importance of considering the entire 
adjustment on the grain rates from country shipping points 
behind the markets into the east, contending that when that 
was done it would be seen that the Omaha rates were not out 
of line. Somewhat similar testimony was offered by W. H. 
Fitzpatrick on behalf of St. Joseph shippers. 


TRUNK LINE RATE HEARINGS 
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Hearings on a proposal to make a charge of 3% cents a 
hundred pounds on transshipments of less-than-carload lots of 
freight at the Port of New York under certain conditions and 
on the proposed absorption by the railroads of wharfage and 
handling charges at the Port of Albany were held by the Trunk 
Line Association November 17. Absorption of the Albany 
charges would place that port on a parity with Baltimore and 
give Albany a differential of 3 cents per hundred pounds under 
New York. 

William Askey, who presided at the hearing on the pro- 
posed transshipment charge, indicated that the railroads would 
not make the charge. 

A. C. Welsh, representing the Shippers Conference of 
Greater New York, the Brocklyn Chamber of Commerce, and 
the Rubber Association of America, opposed the 344-cent charge. 
This charge is now levied on less-than-carload transfers from 
ship to rail when such shipment is accompanied by a full car- 
load shipment. It was proposed to extend it to export shipments 
of less-than-carload consignments when moved with full car- 
lots, but Mr. Welsh contended that, while the charge on import 
transshipments did not unduly affect the price of commodities 
here, it might, because of foreign exchange rates, unduly raise 
the price of exports to consumers abroad. Imposition of the 
proposed export charge would also raise the cost of export 
transshipment at New York as compared with Baltimore. 

The Shippers’ Conference did not take a stand in the Albany 
rate proposal, but in behalf of the Brooklyn Chamber of Com- 
merce, Mr. Welsh opposed the proposed absorption of a wharfage 
and handling charge of 60 cents a ton by the railroads at Albany 
on export, import and intercoastal shipments moving from 
Central Freight Association territory. Absorption of this charge, 
he contended, would be prejudicial to New York. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period No- 
vember 1-7, inclusive, was 559,278, as compared with 535,254 
cars the preceding period, according to the car service division 
of the American Railway Association. It was made up as 
follows: 

Box, 145,980; ventilated box, 1,848; auto and furniture, 49,399; 
total box, 297,227; flat, 23,988; gondola, 121,183; hopper, 77,142; total 
coal, 198,325; coke, 918; S. D. stock, 21,466; D. D. stock, 4,299; re- 
frigerator, 10,845; tank, 637; miscellaneous, 1,573. 


Canadian roads reported a surplus of 30,950 box, 4,540 auto 
and furniture, 1,225 flat, 175 gondola, 325 S. D. stock, 700 re- 
frigerator and 350 miscellaneous Cars. 















November 21, 1931 


FIFTEEN PER CENT CASE, 1931 


The Trafic World Washington Bureau 


Creation of The Railroad Credit Corportion to administer 
the pooled fund to be derived from the increases in rates pro- 
posed by the Commission in the Fifteen Per Cent Case, 1931; 
the distribution of money from the fund as loans and not 
gratuities to carriers to prevent, so far as practicable, defaults 
by railroad companies in their fixed charges; and modification 
ot the Commission’s decision in certain respects as to the 
methods of applying the increases, are the outstanding proposals 
of the railroads’ plan for carrying into effect the Commission’s 
decision filed November 19 by the Association of Railway 
Executives. The plan was approved by the association at its 
meeting in New York last week but was not made public until 
filed with the Commission. 

The petition of the association, signed by Alfred P. Thom, 
general counsel, and Henry Wolf Bikle, S. T. Bledsoe, E. G. 
Buckland, Henry W. Clark, W. F. Dickinson, Herbert Fitz- 
patrick, C. B. Heiserman, L. E. Jeffries, E. S. Jouett, C. C. 
Paulding, Alfred P. Thom, Jr., Robert B. Tunstall, and Daniel 
Willard, Jr., of counsel, follows: 


The Association of Railway Executives files this its petition and 
respectfully shows thereon as follows: 

1. Pursuant to the suggestion of the Commission, contained in its 
report in this proceeding, the carriers have worked out a plan for 
carrying into effect the proposal of the Commission for an increase 
in certain specified freight rates and herewith submits it for the 
Commission’s consideration and approval. This plan is marked 
Exhibit No. 1. 

2. The report is susceptible of two interpretatinos: One that the 
amounts arising out of the increase in the rates scheduled, in the 
appendix of the report, to be increased, are, to the extent necessary 
to carry out the plan, to be distributed to certain of the participating 
earriers as gratuities, and the other that such amounts may be 
treated as loans. In the plan presented, they are treated as loans. 

It is respectfully submitted that to treat the amounts distributed 
as gratuities is in no sense a necessary part of the plan or essential 
to the accomplishment of the Commission’s purpose. The Com- 
mission’s essential purpose is to prevent, by means of the fund to be 
created, defaults in fixed charges and consequent financial disturbance 
and receiverships. This can be done equally as effectively by treating 
the amount which each carrier receives from the fund as a loan as 
it could be by treating it as a gratuity. It is obvious that to treat the 
advances as loans does not in any degree increase the amount of the 
indebtedness of the recipient carrier. With the amount received, it 
is to pay off and extinguish its indebtedness in another form to an 
amount exactly equal to the amount received. It simply changes 
the form of its indebtedness from an obligation which, unless satisfied, 
will result in a default of a fixed obligation, with the consequent 
menace of a receivership and foreclosure, into an obligation free from 
these undesirable consequences, 

It is proposed to make the loans on terms requiring the best avail- 
able collateral in each case, including, if required by the Corporation 
(provided for in the plan), the pledge of the amounts due or to 
become due an applicant on distribution as provided in paragraph 14 
of the plan and with discretion to the Corporation, in any case of 
important public interest, to relax the requirements of this paragraph. 
The obligation of the recipient carrier will be to repay the amount 
borrowed at such time as may be agreed upon between the applicant 
and the Corporation, not exceeding two years, fixed with due regard 
to the purposes of the plan, and shall be renewable for an additional 
period of not exceeding two years, at the discretion of the Corporation, 
and at all events shall be repaid before declaring any dividend to its 
own stockholders, except in cases where, by contract or otherwise, 
payment of a specific dividend as a fixed charge is involved, which 
would, if not paid,, result in a default in respect thereto. Certainly 
it is just that the stockholders of the carrier earning the revenue by 
performing the service from which the fund arises, should be preferred 
in the ultimate disposition of it over the stockholders of the carrier 
which does not earn it. 

To treat advances from the fund as loans will relieve legal diffi- 
culties which are regarded as substantial by those responsible for the 
management of the carriers and will remove serious obstacles in the 
way of carrying the plan into successful operation. This will involve 
no disappointment of the Commission’s purpose, but rather will be 
in furtherance of it. It manifestly imposes no additional burden or 
charge upon shippers. 

. Attention is respectfully called to that portion of the Commis- 
sion’s report, on page 580, which reads as follows: 

“The increases herein prposed should be accepted as an entirety. 
If, for competitive or other reasons, the carriers decrease any of the 
rates so increased, the amount of the decrease should be taken 
from the basic rates rather than from the earmarked increases pro- 
vided herein.’’ 

t may be found that, for entirely sound and controlling economic 
reasons, the proposed increases in certain of the rates cannot be 
maintained. To keep them at the increased level may, in certain in- 
stances, be found to prevent traffic from moving or to drive it to 
competing transportation agencies. In neither of these cases will the 
proposed fund be benefited by the increase. At the same time, the 
carrier might be able to retain and move the traffic at the lower 
level of rates. In that event, its position as a part of an esesntial 
transportation system would be strengthened. If, however, it is re- 
quired to pay into the fund the difference between the revenue from 
the increased rate and the revenue from the basic rate, out of its 
present—or, as designated in the report, out of its basic—rate, it 
would be required to make the payment out of its present revenues and 
contribute the amount to a fund to be used by others. In that case, 
its position, as an essential transportation agency, would be weak- 
ened. This would involve a contribution to other carriers of revenues 
not growing out of increased rates, and would raise practical, if 
not legal, questions which would be avoided by the elimination of 
this requirement. 

._ To make this requirement clearly indicates that the Commission 
is endeavoring to prevent reductions in rates once advanced, and 
thereby to prevent depletion of the fund, on the theory that a carrier 
may reduce its rate for an unjustifiable reason and consequently 
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must suffer the penalty imposed of making the reduction out of its 
basic rate. It is submitted that this loses sight of the fact that re- 
ductions may not only be justified but may be necessary. It is in- 
evitable that for good and sufficient economic reasons certain rates 
must be reduced. The Commission in its report clearly anticipates 
that the railroads, for their own protection, will be compelled to 
make reductions. To compel the carrier to make payments into 
the proposed fund out of revenues arising from present rates, seems 
to be justified only if the reduction in rates is improper, and to 
ignore the cases in which such reduction is necessary and inevitable. 

It is accordingly respectfully submitted that the provision herein 
referred to be eliminated. Any improper reduction in a rate once 
advanced can be prevented by the Commission. 

4. Attention is called to the fact that the text of the provision 
on page 589, under the heading “Switching and Lighterage Charges,”’ 
confines the power to making increases to charges for switching. 
It is not known whether lighterage charges were inadvertently or 
purposely omitted. It is respectfully submitted, however, that light- 
erage charges should be included with switching charges, and that, 
in neither case, should there be included such of these charges as 
are absorbed by the road haul carrier. 

This exception is regarded as essential in order that, in instances 
where the road haul carrier absorbs the terminal switching or light- 
erage charge, there be not imposed upon it the necessity of paying 
the increased charge out of its present revenues. 

Inasmuch as the proposed increase is to apply to all switching 
charges, the clause, without the exception, would compel the road 
haul carrier to shrink its individual revenues for the benefit of the 
fund even on classes of traffic on which an increase is not imposed. 

The obvious purpose of the Commission was to increase the 
revenues of the carriers and not to apply the increase in cases where, 
instead of additional revenue to them, there is, in fact, diminished 
revenue because of the absorption by the line haul carrier of the 
increase in the switching charges and in the lighterage charge. 

5. On page 588 of the Appendix, commodities of much importance 
are listed for increases in sums of three dollars and six dollars per 
ear, respectively. Different carriers have cars of different capacities. 
Some are supplied with large cars, and some only with smaller ones. 
If a charge is expressed in dollars per car, irrespective of the car’s 
capacity, it would be inevitable that shippers will desire cars of the 
greatest capacity or dimensions, and this would be to the serious 
disadvantage of carriers supplied only with the smaller equipment. 
It would create an arbitrary competitive advantage for those roads 
which have cars of exceptional size and capacity, and would result 
in demands for the application of part carload rates where two smaller 
cars are furnished by a carrier in lieu of the larger one available 
from some other carrier. There would thus result additional expense 
occasioned by unnecessary empty hauls and excessive switching re- 
quired in order to furnish specialized equipment. 

It seems possible to convert these per car charges into charges in 
cents per net ton, and if so it would solve the difficulty. It is submitted 
that this could be accomplished by changing the caption, on page 
588, now reading: 

“On commodities included under the following numbered descrip- 
tions there may be an increase of $3.00 per car;’’ 
to read as follows: 

“On commodities included under the following numbered descrip- 
tions there may be an increase in cents per net ton, to be determined 
by dividing the sum of $3.00 per car by the average carloading of 
each article included in such description as shown for all carriers in 
the United States, computing such average car loadings from reports 
of the Interstate Commerce Commission on freight commodity 
statistics for the year 1930; said amount in cents per net ton to be 
charged on the weight at which the carload charges are computed.” 
and by making a similar change in the caption preceding the sur- 
charge of $6.00 per car, appearing on the same page. 

6. On page 589 the following provision is made: 

“In the case of less-than-carload freight, no increase shall be 
assessed for hauls for which the applicable or corresponding class 
rates are assessed on a basis of not more than 175 miles, and the 
increase for hauls over 175 miles and not more than 250 miles com- 
puted in like manner shall be 1 cent per 100 pounds.” 

The fact is that there are many class rate tariffs in which there 
is no indication as to the length-of haul involved at a given rate, and 
the provision does not seem susceptible of practical application. 
Petitioner is advised that the Commission’s purpose, as expressed 
in the foregoing paragraph from its report, could be accomplished, 
without any substantial change in the proposed rates, by sub- 
stituting for the above quoted provision the following: 

“In the case of less-than-carload freight, whether subject to 
class or commodity rates, increases shall be made applicable as 
follows: 

‘“‘(a) Where class rates are subject to the Official Classification 
no increase shall be made in less-than-carload class or commodity 
rates between points where the first class rate in cents per 100 
pounds is 70 cents or less; between points where the first class rate 
exceeds 70 cents but does not exceed 82 cents, an increase of 1 cent 
per 100 pounds shall be made; and between points where the first 
class rate exceeds 82 cents per 100 pounds, an increase of 2 cents 
per 100 pounds shall be made. 

“‘(b) Where class rates are subject to the Southern Classification 
no increase shall be made in less-than-carload class or commodity 
rates between points where the first class rate in cents per 100 
pounds is 91 cents or less; between points where the first class 
rate exceeds 91 cents but does not exceed 108 cents, an increase of 
1 cent per 100 pounds shall be made; and between points where the 
first class rate exceeds 108 cents per 100 pounds, an increase of 2 
cents per 100 pounds shall be made. 


“(c) Where class rates are subject to the Western Classification 
no increase shall be made in less-than-carload class or commodity 
rates between points where the first class rate in cents per 100 
pounds is 99 cents or less; between points where the first class rate 
exceeds 99 cents but does not exceed 117 cents, an increase of 1 
cent per 100 pounds shall be made; and between points where the 
first class rate exceeds 117 cents per 100 pounds, an increase of 
2 cents per 100 pounds shall be made. 

‘“(d) The figures suggested take into consideration the respective 
levels of intra and interterritorial rates, as for example the through 
rates between Official and Southern territories prescribed by the 
Commission in I. C. C. Docket 13494.” 

It is respectfully requested that the foregoing rate limits be 
properly checked by the Commission and that the appropriate modi- 
fication be made in the Commission’s report in this proceeding. _ 

Wherefore this petitioner respectfully prays that the foregoing 
modifications of the Commission’s report in this proceeding be made 
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and that the Commission give its approval to the plan herewith sub- 
mitted. 


Administration of Fund 


In Exhibit No. 1, the association sets forth the carriers’ plan 
providing for the disposition of the increase in revenue and 
designates it as “the Marshaling and Distributing Plan, 1931.” 
The text of the plan follows: 


1. A corporate agency to be created and organized, under the 
name of The Railroad Credit Corporation, for the purpose of collecting, 
receiving and administering the fund, growing out of the increase in 
rates scheduled by the Commission for an increase in the Appendix 
to its report in this proceeding. It shall be incorporated under the 
laws of the State of Delaware. Its administrative offices will be 
located in the City of Washington, D. C. A draft of its proposed 
charter, or Certificate of Incorporation, and of its proposed by-laws 
is hereto attached. It is hereinafter referred to as the Corporation. 

2. All carriers by railroad or by water, rates of which are subject 
to the jurisdiction of the Interstate Commerce Commission, may file 
tariffs providing for the rate increases specified in the Appendix to the 
Commission’s report; and all such carriers by railroad assenting to 
the plan as in the next succeeding paragraph provided shall be 
participants in the plan as hereinafter 
already in default as to its fixed charges, or which is in receivership, 
or which derives less than fifty per cent of its revenues from freight 
transportation, and no carrier by water, shall either contribute to, 
or receive from, the fund any amount whatever. The participants in 
the plan are hereinafter referred to as the participating carriers. 

. Any carrier eligible to participate, except as limited by the 
next preceding paragraph, :shall, upon execution of its written assent 
to this plan, become and be a participating carrier hereunder and 
obligated to make payments into the fund in the amounts and at the 
times hereinafter specified, and shall thereby confer upon the Cor- 
poration full power and authority to deal with, administer and apply 
the fund, so paid to it, to and for the purposes of the plan and to do 
and perform any and all other things necessary or appropriate to 
carry out and effectuate its purposes. 

4, The amount to be paid into the fund, by each of the aprticipat- 
ing carriers, shall be the gross revenue received by it from the 
increase of rates scheduled by the Commission to be increased in the 
Appendix to its report in this proceeding; provided, however, that if 
any particiating carrier is required to pay a tax or taxes because 
of the receipt by it of revenue from the proposed increase in rates, 
it shall, upon payment tkereof, be entitled to withdraw from the 
Corporation, and the Corporation shall refund to it the amount of 
such tax or taxes. In no case shall a participating carrier be required 
to pay into the fund any amount (except interest on delayed pay- 
ments) not derived from the increase in rates made pursuant to the 
Commission’s proposal. 

5. The amount derived from the increase in rates shall, as nearly 
as possible, be ascertained and stated by each participating carrier 
within forty days after the month in which it accrues, and shall be 
paid to the Corporation within ten days after the expiration of the 
forty-day period, to constitute a fund for the purposes hereinafter 
specified. Similar payments into the fund shall thereafter be made 
monthly and, if not paid when due, the amount thereof shall bear 
interest at the rate of eight per cent per annum. Monthly report of 
such payments shall be made by each participating carrier to the 
Interstate Commerce Commission. 

6. The expense of administration 
shall be paid out of the fund. 

7. The Corporation shall use the fund so provided to carry out 
the Commission’s purpose to prevent, so far as practicable, defaults 
by railroad companies in their fixed charges. To that end, and subject 
to the exceptions hereinafter stated, it shall, upon the application 
of any participating carrier, if the amount in the fund at the time 
is sufficient for the purpose, make to the applicant such loan or 
loans therefrom as are necessary to enable it to meet its fixed 
charges and to avoid default thereon; but no advance or loan from 
the fund shall be made for any other purpose and no advance or loan 
shall be made: 

(a) To a carrier already in defafilt or in receivership; 

(b) To a carrier which derives less than fifty per cent of its 
revenues from freight transportation; 

(c) To a carrier which is able to meet its fixed charges from its 
earnings, other income or other resources; 

(d) To a carrier which, with the aid of the loan from the Cor- 
poration, would still be unable to meet its fixed charges or to 
avoid a default. 

(e) To a carrier by water; 

(f) To a carrier which has not complied in full with its obligations 
under paragraph 4 of this plan. 

In determining the amount of the deficiencies in the earnings of 
an applicant and the necessity for making it a loan, the amount 
actually expended for maintenance (but not the amount charged to 
operating expenses on account of depreciation and retirements) in 
the period from July 1, 1930, to June 30, 1931, shall be used as the 
maximum of its maintenance charges, unless in the discretion of 
the Corporation a different period should in a special case be justified. 

It is not intended that the term ‘‘fixed charges,’ as herein used, 
shall include the principal of maturing obligations. 

8. Advances from the fund shall be represented by obligations 
of the participating carrier to the corporation, bearing interest at the 
then current rediscount rate of the Federal Reserve Bank in the 
New York District, the interest rate to be adjusted quarterly, on the 
first days of January, April, July and October of each year, to such 
rediscount rate as then exists. The interest shall be payable semi- 
annually and the obligation shall fall due at Such time as may be 
agreed upon between the applicant and the corporation, not exceed- 
ing two years, having due regard to the accomplishment of the 
purpose of preventing default in the payment of fixed charges, but 
renewable for an additional period of not exceeding two years, at 
the discretion of the corporation. 

No recipient of any loan made from the fund shall declare or pay 
any dividend until the loan has been fully repaid principal and 
interest, except in cases where, by contract or otherwise, the pay- 
ment of a specific dividend as a fixed charge is involved, which would, 
if not paid, result in a default in respect thereto. 

9. In making loans from the fund the corporation shall take 
as security the best available collateral, including, if required by 
the corporation, the pledge of the amounts due or to become due 
an applicant on distribution as provided in paragraph 14 and with 
discretion to the corporation, in any case of important public interest, 
to relax the requirements of this paragraph. 
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10. The corporation shall make monthly report to the Interstate 
Commerce Commission and to the contributing carriers of its receipts, 
loans, and disbursements, together with a summary of its current 
financial condition. 

The corporation shall have the power and authority to 
require reports from the participating carriers, and shall have the 
right of access to and audit of their books and records for the pur- 
poses of this plan. 

2. The corporation shall render to the Interstate Commerce 
Commission such periodical reports as the Commission may request, 
and the Commission at all times shall have access to the books and 
records of the corporation for inspection and audit. 

13. Each railroad carrier making a separate operating report to 
the Interstate Commerce Commission, except those excluded from 
participation by paragraph 2 hereof, shall be under obligation to 
contribute to the fund and shall, subject to the provisions of para- 
graph 7, have the right to apply for and receive loans therefrom. 

14. At least once in every six months the Board of Directors of 
the corporation shall review its needs for funds to carry out and 
accomplish its. purposes; and, if they shall at any time find that 
there is a balance in its hands over and above its requirements, such 
balance shall be distributed to the participating carriers in the pro- 
portion in which their respective earnings (not including interest paid 
in on delayed payments), less any amount repaid to them, 
respectively, as a refund for taxes, contributed to the fund, except 
that any distributable amount inuring to a carrier indebted to the 
fund, instead of being paid to it, shall be credited on its obligation. 

15. The obligation imposed by this plan to make payments into 
the fund shall continue in effect until such payments shall have been 
made in respect to all traffic moved up to and including March 31, 
1933, and the corporation shall continue to function for such period 
thereafter as may be necessary to collect all outstanding loans, make 
distribution of the remaining funds to the participating carriers in 
the proportion above mentioned, and generally to wind up and settle 


its affairs. 
16. This plan shall become effective only when those who have 


assented thereto all agree that a sufficient number have assented to 
make it practically operative. 

Thereafter the association sets forth the “Certificate of In- 
corporation of The Railroad Credit Corporation” and the by-laws 
of The Railroad Credit Corporation. Broad powers would be 
conferred on the corporation under the articles of incorporation 
and by-laws—much broader than needed to carry into effect the 
Commission’s plan. It was explained, however, that such pow- 
ers were included in all articles of incorporation and that the 
inclusion of certain powers were of no special significance. The 
by-laws, for example, confer on the board of directors the power 
to create, make and issue mortgages, bonds, deeds of trust, de- 
bentures, trust agreements, and negotiable or transferable in- 
struments and securities, secured by mortgage or otherwise, 
and to do every other act and thing necessary to effectuate the 
same. There was no intention of exercising such power at this 
time, it was said, and that the carriers, in drafting the plan for 
The Railroad Credit Corporation, had followed the plan for the 
National Credit Corporation, which was set up by the banking 
interests of the country at the suggestion of President Hoover 
to stabilize banking conditions. 

The Railroad Credit Corporation, under the plan, would have 
authority to issue twelve shares of stock of the par value of 
$100 a share. It would have twelve directors, five of whom 
would come from the eastern district, including one from New 
England; three from the western district, and two from the 
southern district, while one would be named by the board of 
directors of the American Short Line Railroad Association. The 
twelfth director would be a director at large and would be pres- 
ident of the corporation. No compensation would be paid to 
any director for his services as director. 


Submission by the carriers of their loan plan, according to 
all that could be learned on the point, found commissioners with- 
cut decided views either for insistence on the distribution of 
the increased revenue as gifts to the needy carriers or rejection 
of the alternative plan of the railroad executives. More accu- 
rately than in most instances, it seemed, it could be said that the 
minds of most of the members of the Commission were open 
on that phase of the matter. That was so, it appeared, notwith- 
standing that the matter had been freely discussed by that part 
of the public interested therein. 

A thought general at the Commission was that, on account 
of the open-mindedness of the commissioners and on account of 
the fact that dole or loan was not a sharply defined issue in 
the arguments in the case, the Commission would hold what 
might be termed an open forum on the plan of the railroad execu- 
tives. The matter does not lend itself to the taking of testi- 
mony because there are no disputes of fact, so technically speak- 
ing whatever public meeting may be held it will not be a 
hearing. 

Though the question of gift or loan has been discussed on 
the outside it seemed that the commissioners, in their confer- 
ences on various subjects, never more than referred to the 
matter. One thing seemed clear; namely, that if the Commis- 
sion rejected the loan alternative, its effort to give aid to the 
railroads would be at an end because so many railroads would 
hold out against pooling for the making of gifts that the scheme 
could not possibly be worked. 

As to the law questions lurking in the background one of the 
points made was that whatever legal objection the stockholder 
of a railroad might make against the directors of his company 
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agreeing to the making of gifts he also could make against the 
making of a loan, especially against a loan made on the basis 
of the current rediscount rate of the Federal Reserve Bank in 
the New York district, to a company with credit so poor that it 
could not negotiate a loan on its own account at the going rate 
of interest. 

Former Commissioner Potter, in a discussion of the matter, 
pointed out that if a stockholder might ask for a court order 
enjoining the gift of money that had not come into the posses- 
sion of his company except under a definite condition that it 
should be disbursed as gifts, he could, for a stronger reason, ask 
for an injunction forbidding the lending of money that had come 
to the company without condition attached. Approval of the 
loan idea, he argued, would be acknowledgment by the Commis- 
sion that the money belonged to the railroad company that had 
received it. Therefore, he contended, there would be definite 
ground for issuance of an injunction by a court to prevent the 
lending of money by the stockholder’s company to a carrier 
having inadequate credit to finance itself in this period of lean 
operating revenue, 

Lack of definite views among the commissioners seemed to 
be the result of their having turned from the fifteen per cent 
case, as soon as they made the decision, to business that had 
accumulated while they were giving their attention to the 
succor case, and refusing to think about any phase of the 
fifteen per cent case, in advance of its being brought back to 
them by the action of railroad executives. 

After the conference that the committee of railroad execu- 
tives recently held with the Commission it was reported that 
two of the commissioners had said that there was no intention 
that the money from the increase be distributed as loans. 


RAILROADS AND LABOR 


As the result of action taken in New York last week by rail- 
road executives, representatives of the railroad managements 
and of the standard railroad labor organizations met in the 
same city November 19 to discuss subjects of mutual interest as 
recently proposed by the railroad labor leaders. ‘The railroads 
were expected to bring up at the conference the question of a 
voluntary reduction in wages for a designated period. The labor 
leaders first raised questions as to hours of labor and unem- 
ployment. 

After the meeting last week of the Association of Railway 
Executives in New York, rail executives of the eastern, western 
and southern groups met to consider the question of conferring 
with the heads of the labor organizations. It was voted to meet 
the representatives of all the regular railroad unions. Each of 
the groups selected representatives as follows: Eastern—Daniel 
Willard, president of the Baltimore and Ohio; C. E. Denney, 
president of the Erie, and J. J. Pelley, president of the New 
Haven; western—L. A. Downs, president of the Illinois Central; 
L. W. Baldwin, president of the Missouri Pacific, and J. E. 
Gorman, president of the Rock Island; southern—C, A. Wicker- 
sham, president of the Atlanta and West Point; A. C. Needles, 
president of the Norfolk and Western, and H. D. Pollard, of the 
Central of Georgia. 

By each group of carriers having specified representatives, 
the carriers maintain technically their position that they should 
deal regionally and not nationally with the rail labor leaders. 
However, the three groups were to meet at one time with the 
labor leaders as a group. 


CANADIAN LABOR AND RAILS 


Canadian railroad employes are forming organizations of 
their own to aid in bringing more business to their companies 
by focussing attention on the need for more extensive use of 
rail transportation, according to a report received in the De- 
partment of Commerce from Trade Commissioner Harvey A. 
Sweetser at Ottawa. 

“Plans have been made in Ottawa for the formation of a 
railway employes ‘Ship-by-Rail’ Association with committees 
chosen from various labor organizations,” says the department. 
“It is reported that similar action has been taken in many other 
railway centers throughout the country and the common ob- 
jective is to provide a means of enabling railway employes to 
cooperate in improving the present traffic situation. 

“Railway employes feel that there is an insufficient real- 
ization on the part of the public that the tremendous capital 
investment of the railway companies in Canada requires a large 
volume of business to operate successfully and that this lack of 
appreciation of fact has accelerated the use of motor trucks for 
short hauls. Since automobile trucks and busses operate under 
provincial jurisdiction, there has been little uniformity in the 
governing regulations while the railways are required to con- 
form to very strict regulations concerning rates charged and 
the working conditions of railway employes. Through the united 
efforts of the ‘Ship-by-Rail’ Association it is hoped to secure 
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uniform regulations governing truck and bus transportation, in 
order to protect the railways from what they consider as unfair 
competition, as well as to increase revenue. 

“In Ottawa alone, it is estimated that over $350,000 per 
month is spent by railway workers, in addition to the direct 
expenditures made by the railways themselves, and it is claimed 
that it is to the interest of merchants and the city as a whole 
to endeavor to maintain this purchasing power.” 


FARM BOARD AND RAIL RATES 


Representative Jones, of Texas, has announced he will re- 
new efforts at the coming session of Congress to have legisla- 
tion enacted authorizing and directing the Federal Farm Board 
to establish a rate adjustment division to represent agriculture 
before the proper authorities, to the end that discriminations 
against farm products may be removed and reductions in rates 
obtained on farm products where the existing rates are bur- 
densome, excessive or unfair. 


CLASS RATE PROTESTS 


About fifty protests requesting suspension of changes in 
rates resulting from or claimed to be resulting from the Com- 
mission’s decisions in the eastern and western class rate cases 
were received at the beginning of the week ending with Novem- 
ber 21—the first full week after protests intended to apply 
to tariffs filed on forty-five days’ notice were required to be in 
hand. Protests against tariffs having only thirty days’ notice 
were not due until November 20. 

Among the early arrivals were protests from [Illinois and 
Iowa shippers and civic organizations objecting to, among other 
things, the proposed cancellation of the [Illinois classification. 
The Clinton, Ia., Manufacturers’ Association, for example, said 
that it had had no opportunity to be heard on that subject. Iowa 
and Illinois interests also objected to increases in rates on iron 
and steel articles. John Morrell & Co., Ottumwa, Ia., for illus- 
tration, also objected to an increase in rates on packing house 
products from Topeka, Kan., to Atlantic seaboard points, alleg- 
ing that the new fifth class rates would make a charge of seven 
cents greater from Topeka than from Kansas City. That, the 
Morrell protests said, would be violative of the Commission’s 
order in the Allied Packers Case, 160 I. C. C. 596. 

Southern railroads, including the Atlantic Coast Line, Cen- 
tral of Georgia, Carolina, Clinchfield & Ohio, Louisville & Nash- 
ville, Seaboard Air Line and the Southern asked for the sus- 
pension of reduced class rates published by the Norfolk & 
Western between points on its Bristol and Norton branches and 
official classification territory. They alleged that the Norfolk 
& Western had published rates materially lower than those 
found reasonable by the Commission. To show their point 
they said that the present rate was 173.5 cents, the prescribed 
rate 149 cents and the newly published rate only 125 cents 
between points on those branches and New York City. 

Western trunk lines in No. 17000, part 2, western trunk line 
class rates, and Ex Parte 87, Sub. No. 1, class rates within 
western trunk line territory, have petitioned the Commission 
for (1) reopening, (2) rehearing and (3) modification of the 
report and order. 


The petitioners wish to show cause why the interterritorial 
rates and long-haul intraterritorial rates reduced by the Com. 
mission should be modified and restored substantially to their 
former levels. Pointing out that the record in the case was 
closed in the spring of 1928 and that at the oral argument 
financial returns for 1929 were stipulated into the records for 
consideration, the petitioners say it is obvious that the Com- 
mission prescribed its adjustment “upon a record which does 
not reflect even remotely the conditions prevailing at the very 
time that the prescribed adjustment is to become effective.” 

For 1930, according to the petition, the carriers of Group 
I (those having 75 per cent or more of their mileage in western 
trunk line territory) showed a return of 2.95 per cent as against 
4.27 in 1929; Group II (systems having over 50 per cent but 
under 75 per cent of their mileage in the territory) earned 3.43 
per cent as against 4.64 per cent in 1929; Group III (systems 
having over 25 but under 50 per cent of their mileage in their 
territory) earned 3.30 per cent versus 4.95 in 1929. The three 
groups as a whole earned in 1930, 3.20 per cent as against 4.57 
in 1929, and for the first eight months of 1931 the three groups 
of carriers as a whole reflected a return of only 2.13 per cent, 
according to the petition. 

“These developments in the financial condition of petition- 
ers since the close of the case should be before the Commission 
for the proper exercise of its judgment in the prescription of 
rates which are so important to the future existence and opera- 
tions of these carriers,” say petitioners. “It is difficult to con- 
ceive a period more inappropriate than this for the enforcement 
of sweeping reductions in rates of carriers whose financial sit- 
uation is an occasion for nationwide concern. 
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“It should be recalled that the examiners’ proposed report 
was issued in 1929. The Commission’s decision did not change 
the level of the proposed rates materially. Petitioners there- 
fore are under the requirement of establishing, during the 
critical conditions of 1931, reduced rates which had their incep- 
tion two or three years ago when these carriers were in a less 
precarious situation than that of today. If the Commission, by 
reason of the improvement in earnings in 1928-1929, made its 
relief meager with the expectation of continued improvement, 
any such expectation has been proved groundless. 

“The Commission’s supervision over the operations and 
financial returns of these carriers is one to be exercised con- 
tinuously.- An action taken upon a record closed in 1928 may 
plainly enough be disclosed as erroneous under conditions prev- 
alent three years later. Petitioners respectfully allege that the 
reductions prescribed in the interterritorial and long-haul in- 
traterritorial rates have been erroneously required and that they 
rightfully seek opportunity to establish the fact.” 

Reference is made to a statement in the last annual report 
of the Commission that it was roughly estimated that the rates 
auhorized in the western class rate case would yield from 
$10,000,000 to $12,000,000 increased revenues a year if the bases 
prescribed became effective on both interstate and intrastate 
traffic, and to a statement in Fifteen Per Cent Case, 1931, that 
a substantial increase in revenue would accrue from the rates 
prescribed in the eastern and class rate cases “unless diversions 
to trucks attain unanticipated proportions.” 

“So far as these petitioners are concerned, they are unable 
to concur in the view that the outcome of the Western Trunk 
Line Class Rate Investigation will produce the substantial in- 
crease in revenues anticipated by the Commission,” say peti- 
tioners. “The Commission apparently is stressing the advances 
it has authorized within the territory for short hauls without 
allowing either for the inroads on traffic by the trucks or giving 
sufficient consideration to the drastic reductions required in prac- 
tically all interterritorial rates and long-haul intraterritorial 
rates.” 

The anomaly in the Commission’s rate structure herein pre- 
scribed, say petitioners, is found in the severe reductions ordered 
on the long-haul traffic which the Commission concedes the rail 
carriers stil haul and will continue to haul. Increased revenues 
on the diminishing volume of short-haul traffic authorized will 
scarcely offset the losses in revenue caused by rate reductions in 
substantial amount on actual traffic movements over the rails 
for the greater distances, say petitioners. 

Illustrations of “thousands of rate reductions’ which the 
Commission has prescribed are set forth in the petition. 
Petitioners aver that such heavy moving commodities as iron 
and steel undergo radical reductions in rates, the reductions a 
carload in some instances exceeding $100. Upon butter, eggs 
and dressed poultry, carloads, in volume one of the most im- 
portant groups of commodities originating in western trunk line 
territory and upon which these carriers must largely depend for 
earnings, the reductions between hundreds of communities 
exceed 100 a carload, say petitioners. 

Petitioners refer to a letter of Ben C. Larkin, president of 
the North Dakota Railroad Commission, to the Commission, 
protesting against the postponement of the new tariffs until 
December 3, 1931, in which it was stated that “we have 
estimated that the saving in freight charges to the people of 
North Dakota under your decision is approximately $5,000,000 
a year.” The carriers say that this decision cannot save the 
people of North Dakota $5,000,000 a year without costing the 
railroads the loss of that sum, and add that North Dakota is 
not a populous state and is one only of the several states em- 
braced in this readjustment. 

“Altogether,” say petitioners, “petitioners cannot follow or 
subscribe to the Commission’s estimate.” 


Apart from the inroads the unduly low interterritorial and 
long-haul intraterritorial rates make upon petitioners’ earnings, 
it is asserted, it ought to be apparent that they grant a prefer- 
ence to the long haul shipper that is wholly artificial and greatly 
restrict the ability of an intermediate producer to compete in a 
common market. The report, it is asserted, may be searched 
vainly for any findings of fact or any disclosure of evidence 
upon which the Commission arrived at rates for through hauls 
so disproportionate to the in-and-out-rates of an intermediate 
point. 

The carriers say that they are prepared to submit evidence 
of the drastic curtailments in expense they have been making; 
that they have skimped maintenance of their properties, held 
their purchases to a minimum, and, unfortunately, have laid off 
large forces of workmen. These conditions, they say, are 
neither good for the country nor for the rail properties. 

“They should not be unnaturally prolonged by unwarranted 
rate reductions,” say the carriers. 

The Commission, in No. 15879, eastern class rate investiga- 
tion, and No. 17000, part 2, western trunk line class rates, has 
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postponed the effective dates until March 2, in so far as its 
orders require the revision of class rates between points on 
electric lines in central territory and points on steam railroads 
between which joint class rates and electric lines are not now 
in effect. 


EXCESS INCOME REPORTS 


Finance No. 3644, excess income of Brooklyn Eastern Dis- 
trict Terminal. Tentative determination by Commission, divi- 
sion 1, that carrier has recapturable excess income of $5839,- 
145.79, made up as follows: $19,549.61 for 1921, based on 
valuation of $5,220,000; $143,807.05 for 1922, based on valuation 
of $5,250,000; $96,672.71 for 1923, based on valuation of $5,370,- 
000; $63,253.38 for 1924, based on valuation of $5,360,000; 
$106,530.76 for 1925, based on valuation of $5,260,000; $96,930.70 
for 1926, based on valuation of $5,200,000; and $62,401.58 for 
1927, based on valuation of $5,175,000. The Commission found 
that in 1920 the carrier paid salaries to its general officers ag- 
gregating $23,750. In 1921, it said, there was an increase in 
this amount of $4,514.17. Thereafter and up to and including 
1927, the Commission found the increases, as compared with 
1920, ranged from $5,183.34 to $10,450. It said that from the 
information at hand “we can see no reason for the increase in 
salaries paid the carrier’s general officers.” Accordingly, it 
said, for purposes of this report, it found such increases dis- 
proportionate and unreasonable, and that operating expenses 
would be reduced and net railway operating income increased 
by the amounts of the increases. 

Finance No. 3833, excess income of Minneapolis, Northfield 
& Southern Railway. Tentative determination by Commission, 
division 1, that carrier has recapturable excess income of $44.,- 
761.11, made up as follows: $1,444.35 for 1923, based on valuation 
of $2,040,000; $28,255.51 for 1925, based on valuation of $2,160,- 
000; $4,391.07 for 1926, based on valuation of $2,220,000, and 
$10,670.18 for 1927, based on valuation of $2,380,000. The Com- 
mission found that in 1920 the general officers of the carrier re- 
ceived salaries aggregating $19,138.69; that in 1921 this amount 
was increased to $29,078.04; that these salaries were increased 
further in the recapture years 1923 to 1927, inclusive, until the 
payroll totaled $44,300, the maximum amount in the years under 
consideration. It found no reason for “the substantial increases 
in the charges to operating expenses for salaries of officers over 
the amounts charged therefor in 1920” in the information be- 
fore it, and for purposes of this report “we tentatively find such 
increases disproportionate and unreasonable,” and that accord- 
ingly, “operating expenses for the years here under considera- 
tion will be reduced and net railway operating income increased 
inthe following amounts: 1923, $10,036.23; 1924, $12,278.51; 
1925, $16,386.23; 1926, $23,629.06; 1927, $25,161.31.” 

Finance No. 3988, excess income of Wildwood & Delaware 
Bay Short Line Railroad Co. Tentative determination by Com- 
mission, division 1, that carrier has recapturable excess income 
of $57,579.78, made up as follows: $16,451.16 for the last ten 
months of 1920, based on valuation of $375,000; $15,730.28 for 
1921, based on valuation of $380,000; $6,487.86 for 1922, based on 
valuation of $415,000; $2,229.29 for 1923, based on valuation of 
$450,000; $4,573.35 for 1924, based on valuation of $485,000, and 
$12,107.84 for 1925, based on valuation of $515,000. The Com- 
mission found that in 1920 there were three officers on the pay- 
roll of the carrier receiving salaries aggregating $4,060. In 1921 
another officer was added to the personnel at a salary of $500 
a year and the salaries of the other officers increased, making 
a total of $6,689.94 paid these officers. The salaries of these 
four officers subsequently were increased until in 1927 they 
aggregated $17,899.96, -and the Commission said that for the 
purposes of this report it tentatively found such increases dis- 
proportionate and unreasonable, and that operating expenses 
would be reduced and the net railway operating income in- 
creased by the amount of such increases in salaries. 


SUSPENDED TARIFFS 


In I. and S. No. 3652, the Commission has suspended from 
November 14 until June 14, schedules in Missouri-Kansas-Texas 
of Texas I. C. C. No C-173. The suspended schedules propose 
to establish exceptions to the minimum rate provisions on ship- 
ments of grain from points on the Beaver, Meade and Engle- 
wood Railroad and Missouri-Kansas-Texas Railroad in western 
Oklahoma when transited at points in Texas on the Missouri- 
Kansas-Texas by applying the through rate from point of origin 
to final destination, plus out-of-direct line charge when out-of- 
line movement is involved. 

In I. and S. No. 3653, the Commission has suspended from 
November 16 until June 16, schedules in supplements Nos. 9 
and 10 to J. E. Johanson’s I. C. C. No. 2279. The suspended 
schedules propose to restrict the proportional and reshipping 
rates on grain, grain products and related articles, from Cairo, 
Ill., and Memphis, Tenn., to destinations in Louisiana, so as not 
to apply on shipments originating in Kansas. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal.Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. C 


opyright, 
1931, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Circuit Court of Appeals, Eighth Circuit.) At common law, 
common carrier is liable as insurer, with certain exceptions.— 
Inland Waterways Corporation vs. Hallet & Carey Co., 52 Fed. 
Rep. (2nd) 18. 

At common law, common carrier, with certain exceptions, is 
liable, whether negligent or not, if it fails to deliver goods.—Ibid. 

At common law, presumption exists that carrier’s failure to 
deliver goods was through its fault. 

The foregoing presumption was not rebuttable save as to 
certain exceptions, and burden was on carrier to prove itself 
within such exceptions.—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, S. D. California, Central Division.) Use of 
public highways by common carrier is privilege which state may 
constitutionally grant or withhold in its discretion (Const. 
Amend. 14).—Ashbury Truck Co. vs. Railroad Commission of 
State of California, 52 Fed. Rep. (2nd) 263. 

No judicial review may be had on matters of discretion.— 
Ibid. 

Motortruck carrier would acquire only such right to operate 
as common carrier on California highways as state railroad com- 
mission might grant under certificate.—Ibid. 

State railroad commission’s construction of own decision 
reasonably lending itself to such construction held binding upon 
federal court.—Ibid. 

Motor carrier, awarded certificate of public convenience by 
state commission, could resubmit itself to jurisdiction of com- 
mission and waive formal complaint and notice.—Ibid. 


To satisfy “due process” requirements, administrative body 
need not follow particular form of procedure (Const. Amend. 14). 
—Ibid. 

In proceeding before administrative body, it is sufficient for 
“due process” if party affected is apprised of nature of hearing 
and afforded opportunity to offer evidence and examine opposi- 
tion (Const. Amend. 14).—Ibid. 

Absent bias or fraud, findings of administrative body upon 
matter within jurisdiction are conclusive upon parties and courts 
if supported by substantial evidence, where parties were ac- 
corded hearing complying with ‘“‘due process” requirements 
(Const. Amend. 14).—Ibid. 

Judicial review of administrative action is limited to cases 
where record discloses absence of due process or that adminis- 
trative body exceeded jurisdiction (Const. Amend. 14).—Ibid. 

Motor carrier, having, after being granted certificate of 
public convenience, voluntarily submitted de novo application 
for certificate, and being accorded hearing in conformity with 
due process, held not entitled to complain in federal court of 
commission’s order thereon, allegedly depriving carrier of fran- 
chise, where order was supported by substantial evidence and 
not tainted with fraud or bias. 

It appeared that not only was carrier represented at such 
further hearing, but participated fully therein by introducing 
evidence in support of its application, being fully apprised of 
pendency of proceeding instituted against carrier and commis- 
sion before Supreme Court of state to annul original order grant- 
ing certificate, and through its counsel declaring willingness to 
proceed at once “in the position of an applicant.”—Ibid. 

Motor carrier’s bill to enjoin state railroad commission from 
enforeing order allegedly depriving carrier of franchise held 
without equity, where carrier failed to avail itself of remedies 
provided by state law (St. Cal. 1915, p. 160, Secs. 66, 67; Const. 
U. S. Amend, 14).—Ibid. 
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(Circuit Court of Appeals, Eighth Circuit.) Whole of tariff 
would be considered in arriving at meaning of any portion.— 
Updike Grain Corporation vs. St. Louis & §. F. Ry. Co., 52 Fed. 
Rep. (2nd) 94. 

Shipper could not complete incomplete routing shown in 
tariff where not followed by words “and lines beyond,” where, 
ee tariff, incomplete routings were so supplemented.— 
I q 

Birmingham, Ala., held not “directly intermediate” between 
shipping point in Nebraska and Vicksburg, Miss., under tariff; 
words quoted suggesting point on route reasonably direct from 
point of origin to specified destination.—Ibid. 

In construing tariff, effect should be given to every word, 
clause and sentence.—Ibid. 

Shipper is presumed to know provisions of tariff under 
which his traffic is offered for transportation.—Ibid. 

Decisions of Interstate Commerce Commission are persua- 
sive in field of rate construction and rate interpretation.—Ibid. 

In tariff fixing freight rate on grain shipped from Randolph, 
Neb., to Vicksburg, Miss., route “via St. Louis and then by the 
St. L.-S. F.,” as completed by shipper over circuitous route, held 
unavailable.—Ibid. 


(Supreme Court, Appellate Division, Fourth Department.) 
Person transporting certain individuals to and from their place 
of employment at specified weekly rate held not subject to reg- 
ulation as “common carrier.”—Transportation Corporations Law, 
Secs. 60, 65, 66; Public Service Law, Sec. 2, subds. 9, 28. 

The facts disclosed in affidavit opposing plaintiff’s motion 
for temporary injunction, against defendant conducting omnibus 
line in competition with that of plaintiff corporation without the 
necessary consents or certificate of convenience and necessity, 
were that defendant had an arrangement with six individuals to 
carry them to and from their work, for which service each of 
individuals paid defendant a flat weekly sum, and that this 
composed his entire business he accepted, invited or conducted 
over his route.—Utica-Clayville Bus Co. vs. Waite, 252 N. Y. S. 
673. 

“Common carrier” is one who professes to carry for all who 
apply, and he must hold himself out as such.—Ibid. 


(Supreme Court of Arizona.) Carrier must charge same 
rate for same service, regardless of reasons for shipment or 
commodity’s ability to stand charges (Const. Art. 15, Sec. 12; 
Rev. Code 1928, Secs. 675, 676.—Southern Pac. Co. vs. State Cor- 
poration Commission et al., 3 Pac. Rep. (2nd) 518. 

Phrase “within the plant or industry” in railroad switching 
tariff refers to particular operations connected with other units 
of same industry by spur track. 


Word “industry” in broad dictionary sense comprehends 
several different plants, being defined as any department or 
branch of art, occupation, or business, especially distinct branch 
of trade, while “plant” is defined as machinery, apparatus, etc., 
employed in carrying on trade or mechanical or other industrial 
business.—Ibid. 


Meaning of ambiguous word in statute may be made clear 
by considering associated words and terms.—Ibid. 

Movement of cars over spur track from mine to main line, 
10,000 feet over latter, and thence over spur to ore-reducing 
mill, held “intraterminal movement” within switching tariff fix- 
ing higher rates.—Ibid. 





hi + o ¢@ 
Shipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 








(Circuit Court of Appeals, Eighth Circuit.) At common law, 
common carrier is liable as insurer, with certain exceptions.— 
Inland Waterways Corporation vs. Hallet & Carey Co., 52 Fed. 
Rep. (2nd) 13. 

At common law, common carrier, with certain exceptions, is 
liable, whether negligent or not, if it fails to deliver goods.— 
Ibid. 

At common law, presumption exists that carrier’s failure to 
deliver goods was through its fault. 

The foregoing presumption was not rebuttable save as to 
certain exceptions, and burden was on carrier to prove itself 
within such exceptions.—Ibid. 

Term “variation of weight,” in exemption clause of contract 

























































































































































PAGE 1118 





of carriage of barge line, means shortage in weights, and there- 
fore exemption clause covers shortage in weights and shrinkage. 

Contract of carriage between barge line and shipper rendered 
carrier liable as at common law for any loss or damage to ship- 
per, with the exception that carrier accepted bulk freight with- 
out knowledge of quantity or quality and that “no claims for 
variation of weights or shrinkage will be allowed except in case 
of loss due to negligence on the part of the carrier.”—Ibid. 

Operator of barge line, under exemption clause in contract 
of carriage relating to bulk freight, held not exempt from lia- 
bility for shortage or shrinkage due to its negligence.—Ibid. 

Contract limiting common-law liability of carrier must be 
construed most strongly against carrier.—Ibid. 

To effectively claim exemption from liability, operator of 
barge line, under exemption clause in contract of carriage, held 
required to show exemption for shortage claimed was within 
terms of contract and jot caused by its negligence.—Ibid. 


(Circuit Court of Appeals, Second Circuit.) Provisions of 
charter and transactions between shipowner and charterer held 
not to create joint liability of charterer and shipowner for ste- 
vedoring charges; charterer only being liable. 

Charter provided ia part that the charterer should pay ex- 
penses for loading and unloading cargoes. Transactions be- 
tween shipowner and charterer recognized such obligation as 
charterer’s and disclosed no authority in charterer to bind ship- 
owner to joint liability for stevedoring charges incurred in load- 
ing and unloading vessels.—C. F. Starita Co. vs. Compagnie Hav- 
raise Peninsulaire, etc., 52 Fed. Rep. (2nd) 58. 

Obligations of partnership depend on principles of agency.— 
Ibid. 

Where one partner is dealt with and circumstances disclose 
he was dealing on his’ own account and not as agent of firm, 
such partner alone is liable.—Ibid. 

Charterer who is bound to pay stevedoring charges has no 
power to bind shipowner.—Ibid. 

Principal is not liable under sealed instrument, unless he 
appears by its terms tg be party thereto.—Ibid. 

That contract bears only seal of one of parties does not 
preclude contract from being one under seal; party whose seal 
is not attached being regarded as having adopted seal affixed.— 
Ibid. 

Where contract under seal is made by agent in his own 
name, law will not imply additional contract as basis for allow- 
ing recovery against principal, though disclosed.—Ibid. 


(District Court, W’ D. New York.) Evidence showed disas- 
ter to vessel was due to failure of steering apparatus, not to 
faulty navigation, preeluding recovery by owner of vessel of 
contribution in general average for losses.—Erie & St. Lawrence 
Corporation vs. Barnes-Ames Co., 52 Fed. Rep. (2nd) 217. 

“Seaworthiness” is determined when ship breaks ground and 
is measured by fitness for contemplated purposes of voyage.— 
Ibid. ; 

Seaworthiness is determined on facts in each case.—Ibid. 

Examination of telemotor steering apparatus on vessel with- 
out searching test held insufficient to relieve owner of vessel of 
responsibility for failuxe of steering gear.—Ibid. 

Owner permitting vessel to operate with known faulty steer- 
ing apparatus did not prove diligence nor seaworthiness and 
was not entitled to contribution in average for losses by strand- 
ing of vessel—Ibid. ° 


(District Court, E. D. New York.) In proceeding for limi- 
tation of liability, frorm fire loss, call at intermediate port to 
take on coal did not constitute “deviation.” 

Testimony showed that in point of distance the course by 
way of such port was about 50 miles longer and 5 hours’ addi- 
tional time was consumed through stopping. No cargo was 
taken there, although the log mentioned provisions, among which 
was wine.—Petition of Navigazione Libera Triestina, S. A., 52 
Fed. Rep. (2nd) 278. 

In proceeding for limitation of: liability, petitioner held not 
required to use coal from hold of ship, as regards deviation in 
stopping for coal.—Ibid. 

Neither owner nor master of ship must abdicate to cargo 
interest reasonable control over course of vessel.—Ibid. 

In proceeding for himitation of liability for fire loss, repair- 
ing ship while discharge and loading were going forward did 
not involve “deviation” (46 USCA, Secs. 182-186) .—Ibid. 

Petitioner held entitled to limitation of liability under evi- 
dence showing fire caused without design or neglect of petitioner 
(46 USCA, Secs. 182-186).—Ibid. 


PETITIONS FOR REHEARING, ETC. 


No. 17000, part 9, rate structure investigation, live stock, and 
cases grouped therewith. Los Angeles, Calif., interests operating 
cattle feeding plants at Los Angeles ask for reconsideration and 
modification of Commiss!on’s order on record as made with respect 
to application of stocker and feeder cattle rates to Los Angeles and/or 


The Traffic World 








Vol. XLVIII, No. 21 


reopening this proceeding for further hearing and oral argument with 
respect to that subject. 


No. 17000, part 5, rate structure investigation, furniture. At- 
lanta Freight Bureau asks rehearing. 
No. 23953, Phoenix Utility Co. vs. C. & N. W. et al. Complainant 


asks reopening, rehearing and reconsideration. 

No. 24575, Bogoth Furniture Co. vs. C. C. C. & St. L. Complainants 
ask for rehearing at Columbus, O., so that necessary evidence can be 
presented before final submission. 

_ ,No. 17000, part 9, rate structure investigation, live stock, western 
district. St. Louis Live Stock Exchange asks reconsideration, re- 
hearing or reargument on market privilege phase of opinion and 


order. 
No. 23633, Cedarburg Fox Farms, Inc., ét al. vs. A. & W. et al. 


Defandants ask postponement of effective date of order entered on 
September 14, 

: No. 17000, part 3, rate structure investigation, cotton. Respondents 
in southwestern territory ask modification of findings and order per- 
taining to minimum rates. 

No. 24698, Beaumont, Sour Lake & Western et al. vs. C. & A. et 
al. Defendants ask dismissal of complaint. 

.No. 19468 and 19826, J. S. Bash & Sons, Inc., et al. vs. Central 
Indiana et al. Complainants and interveners ask for further hearing 
for the sole purpose of determining amounts of reparation due them. 

No. 16613, Sub. 1, Grand Forks Commercial Club vs. A. & W. et 
al. E. B. Boyd, as agent, and attorney for lines parties to order in 
above, asks modification of order, so as to become effective Decem- 
ber 3, 1931, on 5 days’ notice, in so far as rates to points in Western 
Trunk Line territory are concerned. 

J No. 23843, Gregory-Robinson-Speas, Inc., et al. vs. A. G. S. et al. 
Complainants as reharing and reargument before Commission. 

‘ No. 16613, Sub. 1, Grand Forks Commercial Club vs. A. & W. 
Complainant asks the Commission to amend its decision so as to 
eliminate therefrom its findings in so far as rates from Grand Forks 
and points grouped therewith to ponits in Iowa, Wisconsin and Tllinois, 
with exception of Chicago, Ill., are concerned. 


I. C. C. REPARATION POWER 


Availing itself of the privilege of filing a brief as a friend 
of the court, the Commission, in No. 98, Arizona Grocery Com- 
pany, petitioner, vs. Atchison, Topeka and Santa Fe, brought to 
the Supreme Court of the United States from the Circuit Court 
of Appeals for the ninth circuit, the case raising the question 
whether the Commission can award reparation when it con- 
demns a Commission-made rate as unreasonable, asserts that 
“the carriers may not shut their eyes to the vicissitudes of 
business and transportation and rest supinely upon a more 
or less distant past finding of the Commission” that a given rate 
was not unreasonable. 

A carrier is in- much better position than the Commission 
to determine as to particular rates whether conditions in respect 
of operation, transportation, cost of service, markets, etc., have 
so changed as to warrant a different conclusion as to the 
reasonableness of rates previously established as such either 
by itself or by the Commission, declare Daniel W. Knowlton, 
the Commission’s chief counsel, and H. L. Underwood, the Com- 
mission’s attorney, authors of the brief. 

“It cannot in reason be asserted that the Commission is 
under the necessity of constantly supervising and readjusting 
thousands of rates, involving many carriers to the end that 
when once established they be kept currently reasonable at all 
times,” says the brief. “If the Commission finds that the rate 
exacted is unreasonable, it matters not that at some time prior 
to that for which reparation is awarded the rate was held to 
be reasonable. A contrary conclusion would deny to shippers 
the right to a reasonable rate during all the time the question of 
reasonableness is being investigated by the Commission, as 
well as prior thereto, although the Commission finds that the 
rate had become and was unreasonable during the entire period 
covered by the award.” 

Rates on sugar from California points to Phoenix, Ariz., 
were condemned as unreasonable in Phoenix Chamber of Com- 
merce et al. vs. A. T. & S. F., 140 I. C. C. 171, and reparation 
was awarded. This was done in January, 1925. In an earlier 
case, Phoenix Chamber of Commerce vs. Director-General, 62 
I. C. C., the Commission condemned the earlier rate as unrea- 
sonable. The carriers eStablished the rate it found reasonable. 
Later they reduced the rate so established, but the Commission 
condemned that later carrier-made rate as unreasonable and 
awarded reparation. ; 

Little is made in the Commission’s brief about the fact tha 
the rate condemned in the later case was one established by 
the carriers and that, therefore, technically considered, the con- 
demned rate was not a Commission-made rate. It discusses the 
question on the point of power raised by the carriers. 


BUILDING A RATE CASE RECORD 

H. C. Lust and Company, publishers, Chicago, object to a 
statement in the Traffic World of Nov. 7, page 1024, that “Build- 
ing the Record in a Rate Case Before the Interstate Commerce 
Commission,” by Harry C. Barnes, president of the Transporta- 
tion Law Institute, is, so far as known, the only attempt ever 
made clearly and concisely to delineate the steps necessary to 
build such a record. They call attention to their own book, 
“Practice and Evidence Before the Interstate Commerce Com- 
mission,” which, they say, “covers the same subject in great 
detail.” 
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OCEAN SHIPPING DEVELOPMENTS 
The Trafic World New York Bureau 


The approaching end of the Montreal season finds the full 
cargo grain market in the doldrums, a single fixture from the 
Atlantic Range to Rio de Janeiro on the basis of 12s 6d for 
January loading, with option for Gulf loading at 13s, marking 
the week’s only activity. Indications are that the rate basis 
from St. John to Antwerp-Rotterdam will be 8 cents and to the 
Mediterranean 11 cents. Considerable activity is reported from 
the Pacific Coast in the grain trade, however, with a number 
of fixtures for Chinese ports as well as for the United Kingdom- 
Continent. Rates from Puget Sound to Shanghai are indicated 
as on the basis of $2.85 for wheat and $3.25 for flour. 

If Chicago wheat dealers had not “gone crazy” and put 
prices up to new highs for American wheat, American ship 
lines would probably have built up an important source of rev- 
enue from export wheat in a period of severe depression, it 
was charged by J. Barstow Smull president of the Chamber of 
Commerce of New York and vice-president of J. H. Winchester 
& Co., ship brokers, in an address before the semi-monthly 
luncheon meeting of the Propeller Club, of New York. With 
prices for American wheat so high, shippers of this commodity 
in Australia and the River Plate had taken away much of the 
foreign trade by quoting better rates to European buyers, he 
said. In October a revival of chartering took place and his 
firm was asked by a London correspondent to provide ten ships 
for charter to transporting wheat. “Then the grain dealers in 
Chicago went crazy,” Mr. Smull said, “and the demand for 
American wheat at the new prices ceased about ten days ago.” 

Freight brokers’ market letters of the current week report 
only moderate activity in other full cargo trades, with few fix- 
tures accomplished. 

Effective from November 16 the member lines of the United 
States Atlantic and Gulf-West Coast of Mexico, Central and 
South American Conference until further notice will assess a 
bill of lading stamp tax of 50 cents for each mark shown on the 
bill of lading instead of 50 cents a set of bills of lading as 
heretofore, on all shipments originating at New York and/or 
New Orleans, and destined to Buenaventura, Colombia. 

R. A. Nicol, chairman of the special committee on reorgani- 
zation of the Intercoastal Conference, denied a report that 
action of one of the industrial carriers in quoting low rates on 
automobiles was retarding agreement among the lines in the 
trade. All rates are open until February 1, Mr. Nicol pointed 
out, and any line in the trade, therefore, is free to meet what- 
ever rates may be quoted by any other line in the interim. 


PANAMA CANAL REPORT 


A reduction in Panama Canal tolls would not be justified, in 
the light of the canal’s earnings, according to the annual report 
of Governor H. Burgess, of the Panama Canal, to the Secretary 
of War, for the fiscal year-ended June 30, 1931, made public 
November 16. 

“Considering the capital invested and accumulated interest 
on the investment,” said Governor Burgess, “the present total 
capital liability is such that the canal is not as yet earning 
the annual interest charge at 4 per cent. For this reason and 
others, including the necessity of extensive additional ex- 
penditures in order to bring the canal to its highest efficiency, 
it would appear that at present there is no occasion to con- 
sider a reduction in tolls.” 

The report showed that the net interest-bearing capital 
indebtedness of the Panama Canal at the close of the fiscal 
year 1931 stood at $535,571,809.48, which at 3 per cent would 
call for an annual interest charge of $16,067,154.27, whereas the 
net revenue of Panama Canal operations for the fiscal year 
1931 amounted to $15,409,991.38, a deficit of $657,162.89. The 
total of $535,571,809.48 includes interest totaling $310,229,117.37. 
The report explained that no capital interest was charged 
against the Panama Canal by the United States Treasury. The 
Panama Canal, however, has taken interest into consideration 
in stating the capital indebtedness of the canal. Discussing 
the question of the equity of the present tolls, the report said: 


In connection with the occasional recommendations of United 
States operators that tolls be reduced, it is claimed that such reduc- 
tion would be an aid to American shipping. In the fiscal year 1931 
tolls paid by foreign ships were 54 per cent of the total tolls, those by 
United States ships in the intercoastal trade 34 per cent, and those 
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by United States ships in foreign trade, 12 per cent. A lowering of 
canal tolls below the value of the service rendered should be con- 
sidered in the nature of a subsidy to shipping. On the basis of the 
traffic in the past year, each million dollars of tolls reduction would 
represent a subsidy of $540,000 to foreign shipping, of $340,000 to 
United States shipping not in competition with foreign shipping, and 
of $120,000 to those ships of the United States which are in competi- 
tion with foreign flags. It is seen that as far as United States shipping 
is concerned the greatest reduction would be to vessels engaged in 
the intercoastal trade of the United States. These vessels are pro- 
tected against the competition of foreign lines and their competition 
is with the railroads of the United States. As a matter of national 
policy the effect of lower canal tolls on the railroads should be given 
careful consideration. Tolls revenues are not now on the increase 
but expenses of operation and maintenance are, on account of the 
necessity of replacements and betterments. It appears in line with 
sound business practice not to lower the rates of tolls below the present 
levels. On the contrary, the situation by which the government is 
being deprived of legitimate tolls through the workings of the dual 
measurement system calls for relief, to end this unwarranted loss and 
at the same time to establish the levy of tolls on an equitable basis. 


The number of commercial transits in the 1931 fiscal year 
was 5,529, as compared with 6,185 in 1930, a decrease of 656, or 
10.6 per cent. Tolls levied on commercial seagoing vessels 
amounted to $24,645,456.57 as compared with $27,076,890.01 for 
the 1930 fiscal year, a decrease of $2,431,433.44 or 9 per cent. 
Cargo carried through the canal amounted to 25,082,800 long 
tons as compared with 30,030,232 tons for 1930, a decrease of 
16.5 per cent. 

The United States intercoastal traffic for the fiscal year 
1931 totaled 8,805,375 tons, of which 2,379,751 tons moved from 
the Atlantic to the Pacific, and 6,425,624 tons from the Pacific 
to the Atlantic. The total of 8,805,375 compares with 10,490,064 
tons for 1930, 10,176,773 tons for 1929, and 10,233,699 tons for 
1928. 

The net income from tolls and other miscellaneous receipts 
known as canal revenue was $14,847,227.21 in the fiscal year 
1931, a decrease of $3,235,224.57 or approximately 18 per cent 
compared with the returns for the preceding fiscal year. Based 
on the interest-bearing capital indebtedness of $535,571,809.48 
the net revenue of $14,847,227.21 in 1931 was equivalent to a 
return of approximately 2% per cent, according to the report. 

The report discusses the question of the capacity of the 
canal and plans for building additional locks. It also sets 
forth again the view of the canal administration that legislation 
should be passed by Congress to eliminate inequities and in- 
justices resulting from application of the dual measurement 
system as the basis for collecting tolls on vessels. The report 
points out that such proposed legislation has been opposed by 
American vessel operators because adoption of a single Panama 
Canal basis as urged would in most cases increase the charges 
against general cargo ships when laden. Overa period of 15 years 
according to a table in the report, American ships, under the 
proposed basis, would have paid $843,556.54 or 1.35 per cent 
more than they actually paid, while foreign vessels would have 
paid $3,172,185 or 4.68 per cent more than they actually paid. 


WATER CARRIER AGREEMENTS 


The Shipping Board, November 18, approved the following 
agreements, modifications of agreements and cancellation of 
agreement, filed under section 15 of the shipping act of 1915: 


Atlantic and Gulf Ports to Straits Settlements and Siam: Un- 
der the terms of the agreement filed the member lines undertake to 
observe the rates of freight and conditions determined by majority 
vote in connection with transportation of direct or transhipment cargo 
from United States Atlantic and Gulf ports to ports in the Straits 
Settlements and Siam. Rates fixed by the conference are to include 
only transportation from tackle to tackle; toll, wharfage, lighterage, 
landing cost and other expenses beyond ship’s tackle to be for ac- 
count of the cargo. Payment of brokerage is restricted to 14 per 
cent of the gross freight, except on shipments of cotton from Charles- 
ton, Savannah, Jacksonville and Mobile on which brokerage of 5 cents 
per bale is payable. Any carrier operating vessels regularly in the 
trade may become a party to the agreement by unanimous consent of 
the member lines, but admission to membership is not to be denied 
any carrier without just and reasonable cause. Any party to the 
——— may withdraw upon notice in writing to the other mem- 
ber lines. 

Pacific Coast Eastbound United Kingdom Conference Association: 
The agreement filed provides for establishment of a conference with 
headquarters in London to be known as the Pacific Coast Eastbound 
United Kingdom Conference Association. The membership of this 
conference is comprised of lines operating services from Pacific Coast 
ports of the United States to United Kingdom ports. With the ex- 
ception of Donaldson Line all are members of the Pacific Coast Eu- 
ropean Conference, with headquarters at San Francisco, which func- 
tions in respect to traffic from Pacific Coast ports of the United States 
to European ports generally under an agreement approved by the 
board March 9, 1926 (Conference Agreement No. 75). The purpose of 
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N TIME” 


throughout the yea. 


UE to the increasingly efficient operating methods of the day, 
freight trains step out with almost the speed of passenger trains. 
Their fast time and reliable schedules give additional emphasis to 
shipper’s promises and great satisfaction to receivers of freight. If your 
business progress depends upon freight trains being “on time,” you have 
realized, no doubt, the continuous improvement that has taken place. 


In serving the great region between Cincinnati, Columbus, the 
Midwest and the Atlantic Seaboard (the Port of Norfolk), Norfolk and 
Western fast freight trains are consistently “on time’—day in and day 
out—throughout the year. 


There were 1,383 sections of Norfolk and Western main line 
through freight trains operated during the six months ending October 
31, 1931. Of these, 1,224 —or 88.5% —were ahead of or on time; 122— 
or 8.8’0—were less than three hours late; and but 37 sections—or 2.7% 
were more than three hours late. This means that 97.3% of the sections 
operated arrived at destination ahead of time, on time, or less than three 
hours late. 
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the instant agreement is to promote harmony between the lines and 
effect observance of uniform rules and principles as may_be agreed 
upon from time to time in respect to traffic from Pacific Coast ports 
to United Kingdom. Each party to the agreement undertakes to 
observe the rules and regulations established by the Pacific Coast 
European Conference. All action by the Association is to be by 
unanimous vote of member lines present at meetings. Any carrier 
engaged in the trade may become a member of the Association upon 
agreeing to comply with the terms of the agreement, and any member 
line may withdraw upon one month’s notice in writing to the 
secretary. ss ’ 

American-Hawaiian Steamship Company with Munson Steamship 
Line: Through billing arrangement covering shipments from United 
States Pacific Coast ports to Nassau, Bahama Islands, with tranship- 
ment at New York. Through rates are to be combinations of the 
local rates of the intercoastal carrier, cost of transfer by lighter at 
New York and connecting line’s rates to destination. 

Luckenbach Steamship Company, Inc., with Furness Red Cross 
Line: Arrangement in respect of through shipments of canned goods, 
dried fruit, beans, peas and rice from Pacific Coast ports of call of 
Luckenbach to Halifax, Nova Scotia and St. Johns and St. Pierre, 
Miquelon, Newfoundland, with transhipment at New York. Through 
rates and minimum bill of lading charges and apportionment 
thereof as between the lines are to be as set forth in rate list at- 
tached to and forming part of the agreement. 

N. V. Stoomvaart Maatschappy ‘“Nederland,’’ N. V. Rotter- 
damsche Lloyd and Holland-America Line (Java-New York Line), 
with Moore & McCormack, Inc. (Mooremack Gulf Lines): Arrange- 
ment for through movement of cargo from Dutch East Indies ports 
of call of participating Java-New York Line carriers to New Orleans, 
with transhipment at Philadelphia or Boston. Through rates are to 
be current conference rates and are to be apportioned 60 per cent 
to the originating line and 40 per cent to the on-carrying line; cost 
of transhipment to be absorbed by the participating carriers on the 
same basis as the through rates are to be apportioned. The agree- 
ment is for an indefinite period subject to cancellation by either party 


upon sixty days’ notice. 

The Ocean Steamship Company, Ltd., and the China Mutual 
Steam Navigation Company, Ltd., with Moore & McCormack, Inc. 
(Mooremack Gulf Lines): Through billing arrangement covering 
shipments from ports of call of Ocean or China Mutual in Dutch East 
Indies, Far East, Straits Settlements, India, Ceylon, East Coast of 
Africa and Egypt to New Orleans. Through rates are to be same 
as current conference rates and are to be apportioned 60 per cent 
to the originating carrier and 40 per cent to the on-carrying line. 
Cost of transhipment at Boston or Philadelphia is to be absorbed by 
the participating carriers in the same ratio as through rates are to 
be apportioned. The agreement may be terminated by either party 
upon sixty days’ notice to the other. 

Matson Navigation Company with Luckenbach Gulf Company, 
Inc.: Arrangement for through movement of shipments of canned 
pineapple from Hawaiian Island ports of loading of Matson Naviga- 
tion Company to designated inland points in the United States 
served by the Federal Barge Line. Through rates on shipments to 
various inland points are to be as set forth in the memorandum of 
agreement filed. Transportation from Hawaiian Islands to San Fran- 
cisco is to be effected by Matson Navigation Company and from San 
Francisco to New Orleans or Mobile by Luckenbach Gulf Steamship 
Company, for which service these lines are to receive the proportions 
of the through rates as specified in the agreement. Drayage charges 
at San Francisco are to be absorbed on the basis of 39 per cent by 
Matson and 61 per cent by Luckenbach Gulf, while state toll is to 
be absorbed one-third by Matson and two-thirds by Luckenbach Gulf. 
Transportation from New Orleans or Mobile to destination is to be 
effected by a river carrier (Federal Barge Line), which is to receive 
the remainder of the through rates and absorb handling charges at 
Gulf port of transshipment. 


Minimum Rate on Lumber 

Argonaut Steamship Line, Arrow Line, American-Hawaiian 
Steamship Company, Calmar Steamship Corporation, Dimon Steam- 
ship Corporation, Dollar Steamship Company, Isthmian Steamship 
Company, Luckenbach Steamship Company, McCormick Steamship 
Company, Nelson Steamship Company, Quaker Line, Shepard Steam- 
ship Company, Union Sulphur Company and Williams Steamship 
Corporation: Agreement between certain carriers operating vessels 
in the intercoastal trade that, up to December 31, 1931, such carriers 
will not quote, book or freight shipments of lumber at less than $9 
per 1,000 feet board measurement, for movement on vessels of the 
participating lines which are to commence loading at their first lum- 
ber port during the months of December, 1931, or January, 1932. 


Modifications of Agreements 


Union Steamship Company of New. Zealand, Ltd., with American- 
Hawaiian Steamship Company, Luckenbach Steamship Company, Inc., 
Panama Mail Steamship Company and Panama Pacific Line. Modifi- 
cation of agreement covers through shipments from Atlantic Coast 
ports of the United States to Australia and New Zealand via San 
Francisco. Under the present agreement through rates are divided 
equally between Union and the participating intercoastal carrier, 
each assuming one-half of the costs of transhipment. The modifica- 
tion incorporates in the existing agreement of provision establishing 
minimum division of $7 per ton, weight or measurement as the min- 
imum proportion of the through rates to accrue to Union, the appor- 
tionment of the through rates and absorption of transhipment costs 
J continue upon the basis set forth in the agreement as now in 
effect. 

Luckenbach Steamship Company, Inc., with Union Clan Line: 
Modification of agreement approved by the board July 16, 1930, as 
amended by modification approved July 8, 1931, provides for through 
shipments of canned goods and dried fruit from United States Pacific 
Coast ports to designated South and East African ports, with tran- 
shipment at New York. The modification includes Port Amelia as 
an additional African port and substitutes a revised list of through 
rates to be charged on shipments to the other ports named in the 
agreement, such through rates to be higher in some instances and 
in other instances lower than the rates set forth in the agreement 
now in effect. 

Quaker Line with White Star Line, Red Star Line, Atlantic Trans- 
port Line, Leyland Line and Lamport & Holt-Ellerman Line: Modifi- 
cation of agreement for through movement of shipments of canned 
goods and dried fruit from Pacific Coast ports to Liverpool London, 
Manchester, Southampton and Antwerp; through rates to be not 
lower than direct line rates and apportioned 50 per cent to Quake 
Line and_50 per cent to the trans-Atlantic carrier, transfer charges 
at New York to be absorbed by the carriers in like proportion. The 
modification extends the scope of the agreement to include shipments 
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of other specified commodities, the rates, divisions and conditions as 
set forth in the original agreement to apply with a minimum of $4 
per ton weight or measurement, ship’s option, as the proportion 
accruing to the trans-Atlantic carrier. 

Quaker Line with Ybarra Line: Modification of agreement for 
through movement of shipments of canned fish, canned goods and 
dried fruit from Pacific Coast ports of call of Quaker Line to ports 
of call of Ybarra Line; through rates being based on direct line rates 
and apportioned 50 per cent to Quaker and 50 per cent to Ybarra, 
each of the carriers to absorb in like proportion cost of transhipment 
at New York. The modification extends the scope of the agreement 
to include shipments of all commodities, the ports of origin and des- 
tination and basis and apportionment of through rates to remain the 
same as in the existing agreement. 


Agreement Canceled 


Osaka Shosen Kaisha with Nelson Steamship Company: Agree- 
ment canceled covered through movement of shipments from Oriental 
ports to United States Atlantic Coast ports, with transhipment at 
San Francisco or Seattle, which was approved by the board October 
30, 1928. Cancellation of this agreement requested because of dis- 
continuance of direct service to San Francisco and Seattle by Osaka 
Shosen Kaisha. 


MERCHANT MARINE DATA 


“American Documented Seagoing Merchant Vessels of 500 
Gross Tons and Over,” issued monthly by the Bureau of Navi- 
gation, Department of Commerce, is a convenient and reliable 
source of current information on American shipping and has 
proven to be of value to those interested in the American mer- 
chant marine, according to A. J. Tyrer, commissioner, who adds: 


This publication gives a complete list of the seagoing merchant 
vessels of the United States, of 500 gross tons and over, as of the 
date of its issue. All major facts concerning each vessel are pre- 
sented in a concise and understandable: manner. These include rig, 
service, tonnage (gross, net and dead weight), speed, and year of 
build of the vessels as well as the name and address of the owner. 

There are separate lists of passenger and tank vessels, steam 
and motor ships of 10 knots and over, vessels having load lines, 
vessels whose names have been changed (showing all former names), 
and the American seagoing fleets of 50,000 gross tons and over. 

In addition to the above, there are various world statistics cov- 
ering tonnage, idle vessels, oil burners, launchings, constructions and 
losses, and Panama and Suez Canal statistics, as well as tables of 
distances in nautical miles between the principal American and for- 
eign ports. 

This might be considered a bi-monthly publication as it is kept 
current by a supplement, issued during the month, which gives the 
names and all pertinent information concerning the vessels added 
to or removed from the seagoing list subsequent to the last regular 
issue. 


AMERICAN SHIPPING 


On Jnne 30, 1931, the merchant marine of the United States, 
including all kinds of documented craft, comprised 25,471 vessels 
of 15,908,256 gross tons, of which 1,998 seagoing vessels of 9,922,- 
771 gross tons were of 1,000 tons or over, compared with 2,105 
vessels of 10,233,125 gross tons on June 30, 1930, according to 
the annual report of A. J. Tyrer, commissioner of navigation, 
to the Secretary of Commerce, made public November 18. 

Following is an analysis of the ownership of seagoing ton- 
nage compared with June 30, 1930: 





—Steel— 
Ownership and date Gross 
Private ownership (500 gross tons and over): No. Tons 
ME, iy PEN 6id.0.650.0'4-4.0d esse Seen sdias da wieieseneis 1,449 7,207,405 
i SS re ee ee re 1,468 7,395,551 
U. S. Shipping Board (1,000 gross tons and over): 
OE NE cen dee eee teeta ec er easton ages wes 478 2,663,879 
ge Re rar rere wire ror aur 397 2,239,153 
RM, DO sc ndsc sew ssnew rescence ecaeusseouee 1,927 9,871,284 
IEE, EE, Siskcae & 6-ks 0 ww ee Riser Raw) e-a-aune ule uee beeen 1,865 9,634,704 
—Wood— 
Ownership and date Gross 
Private ownership (500 gross tons and over): No. Tons 
eS NE errr rere ee eer 482 610,961 
BE E,W Sa 6.k Rah STAAEENS AEE RER ACHES 400 497,753 
I ED in Sre dnc tise eink wires Wee wrenae nian 482 610,961 
. rere ee er re ene er rr reer 400 497,753 
—Total— 
Ownership and date Gross 
Private ownership (500 gross tons and over): No. Tons 
SS eS ee rer rr corr rere 1,931 7,818,366 
SE 54 aio seas Gates soReeenededeNawne 1,868 7,893,304 
U. S. Shipping Board (1,000 gross tons and over): 
2G ESSE see ee ne ee ne te 478 2,663,879 
ak a RR ree er rr ere rere 397 2,239,153 
EE Siecss se vden.deenboseseneweseecwen 2,409 10,482,245 
ee re ee pda ee ease eae 2,265 10,132,457 


Of these totals 1,001 vessels of 5,488,939 gross tons were engaged in 
pe —— trade and 1,264 vessels of 4,643,518 gross tons in the coast- 
ng trade. 

Since June 1, 1921, when our foreign trade reached its greatest 
volume, 10,699,596 gross tons, there has been a gradual decline, until 
June 1, 1931, it amounted to only 5,623,300 gross tons, a falling off of 
5,076,296 gross tons. The decrease in the foreign trade is due prin- 
cipally to the scrapping of large vessels which belonged to the Shipping 
Board and to changes from foreign to coasting trade because of greater 
opportunities in that service. 

Since June 1, 1921, the coasting trade, exclusive of the trade on the 
Great Lakes, has increased 2,092,472 gross tons. During the same 10 
years the total seagoing tonnage has decreased 2,983,824 gross tons. 

During the year, 1,302 vessels of 386,906 gross tons were built and 
documented, and on July 1, 1931, there were building or under con- 
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tract to build in our shipyards for page shipowners 105 vessels of 
358,904 gross tons. The corresponding figures for 1930 were 1,020 
vessels of 254,296 gross tons built and 291 vessels of 486,602 gross tons 
under contract to build. : 

The new tonnage includes 7 steel passenger steamers of 63,155 gross 
tons, 3 steel steam ferries of 8,118 gross tons, 6 steel steam tankers of 
49,390 gross tons, 1 steel passenger motor ship of 9,180 gross tons, 1 
steel cargo motor ship of 1,112 gross tons, and 5 steel motor-ship 
tankers of 44,407 gross tons, aggregating 178,138 gross tons. These 
figures include only steel steam and motor vessels of 1,000 gross tons 
and over, and of this total 161,700 gross tons are seagoing. 

The total horsepower of these new vessels in 116,120 compared with 
ag: the same class of vessels built during the year ended June 
30, 5 

On June 30, 1931, the laid-up seagoing tonnage of the United 
States aggregated 389 vessels of 1,253,756 gross tons, as against 541 
vessels of 2,096,179 gross tons on June 30, 1930. 

h the volume of the world’s merchant shipbuilding smaller 
than at any time in the past four years, as reported by Lloyd’s for all 
principal maritime nations (except Russia, from which no figures are 
available), American shipbuilding has risen to a new high record for 
postwar construction and, with the exception of the war period, it is 
the greatest in its history. Approximately two-thirds of the world’s 
decline is accounted for by the falling off of work in the shipyards in 
Great Britain and Ireland, and Germany, Holland, and Japan also 
report a considerable decline. France alone of all foreign countries 
shows an increase in shipbuilding. 


Invasion of Ceasting Trade 


“The transportation of passengers in our domestic trade on 
foreign vessels is of growing importance,” says the commissioner 
“The phraseology of section 2 of the act of February 17, 1898, 
covering this subject, permits the use of foreign vessels in our 
domestic trade provided that they transport passengers on 
sight-seeing tours from one American port to another and 
return to the original port of departure by way of foreign ports. 
It also permits foreign vessels to take on passengers, for 
instance, at New York, transport them on a voyage on the 
high seas, and return to New York. Because of the differences 
of laws and conditions governing foreign vessels on the high 
seas, this trade is increasing. This invasion of our domestic 
trade apparently can be remedied only by an act of Congress.” 


Load-Line Legislation 


The commissioner said a load-line law for the coastwise 
trade seemed desirable for the protection of life and property. 
A study of this matter with a view to recommending legislation 
is in progress. For the Great Lakes a special committee is 
studying the subject. Reference was made to the law requiring 
load lines on American vessels in foreign trade that became 
effective September 2, 1930, and the work being done thereunder. 

In the year covered by the report, 589,901 seamen were 
shipped, reshipped and discharged as compared with 650,673 the 
year before. The average cost to the government was 26 cents 
a man. 

Legislation to cover fully the inspection of the increasing 
number of large vessels propelled by internal-combustion engines 
was recommended. 





IMPROVEMENT OF WATERWAYS 


The Secretary of War has approved allotments of $104,000 
for improvement of Baltimore harbor and channels, Maryland, 
and of $1,000 for removal of quays and other obstructions in 
Bayou Sorrell, La. 

An allotment of $90,000 for improvement of the St. Law- 
rence River between Ogdensburg, N. Y., and Lake Ontario, has 
been approved by the Secretary of War. The project provides 
for removal of shoals lying in United States waters to a depth 
of 27 feet to obtain a safe channel with a least width of 450 
feet. An allotment of $50,000 for improvement of Oswego 
Harbor, N. Y., has been approved. Funds also have been 
allotted to the following projects as follows: Williamette River 
above Portland and Yamhill River, Ore., $24,000; Lake River, 
Wash., $3,000; Cowlitz River, Wash., $5,000; Deep River, Wash., 
$7,500; Richmond Harbor, Calif., $15,000; Humboldt Harbor and 
Bay, Calif., $23,094; San Joaquin River, Calif., $145,000, and 
Sacramento River, Calif., $1,000. 


ST. LAWRENCE WATERWAY PROJECT 


The Department of State has announced that actual negoti- 
ations looking to the drafting of a treaty for the Great Lakes- 
to-sea waterway via the St. Lawrence River have been begun 
between Canada and the United States. An exchange of views 
has taken place between W. D. Herridge, Canadian minister to 
the United States, and Secretary of State Stimson, according to 
the department, which added: 


Following the conference at the state department, it was an- 
nounced that the discussions had been of a broad and general nature, 
confined to an exchange of views upon the more important phases 
of the problem facing the two governments. The discussion dealt with 
the international section of the waterway; the development of the 
purely Canadian national section of the St. Lawrence was regarded 
as a matter of domestic concern for Canada. Consideration, how- 
ever, was given to the work done or projected by both countries in 
their respective national sections which would serve as essential 
ae in the development of a waterway from the head of the lakes to 
tidewater. 





Arrangements were made for the immediate reconvening of the 
joint engineering board with a view to ensuring agreement upon 
the general form of development to be undertaken in the international 
section of the St. Lawrence River, as to which some divergence of 
views existed in the 1926 report of the board. 

An exchange of views took place as to the allocation of works 
and division of costs in the work to be done in the international 
section. It was stated by the representatives of both countries that 
they proposed to keep in touch with the respective provincial and 


state authorities in the consideration of the power features of the 
development. 


U. S. VESSEL SERVICE DROPPED 


The War Department has announced that the board of 
directors of the Panama Railroad Company has unanimously 
voted to discontinue ship service to the west coast of South 
America on or before December 31, 1931, because a privately 
owned American line has entered the field. In its announce- 
ment the department said: 


For over ten years the Panama Railroad has operated two small 
lake type steamers ‘“‘Quayaguil’”’ and ‘‘Buenaventura” between New 
York and the ports of Quayaguil, Esmeraldes, Manta, Bahia, Ma- 
chalilla, Manglas Alto, Puerto Bolivar, La Libertad all of Ecuador 
and the ports of Buenaventura and Tumaco, Columbia. 

An American sftamship company, the “Grace Line,” has entered 
this field and the withdrawal of the Panarna Railroad Company is in 


line with the policy of the government keeping out of competition 
with American private interests. 


RIVERS AND HARBORS CONGRESS 


Officials of the National Rivers and Harbors Congress, in 
calling attention to the fact that the organization will hold its 
twenty-seventh: convention at Washington, D. C., December 8 
and 9, are telling the public that at the coming session of 
Congress the railroads will make a drive for legislation designed 
to give the railroads a complete monopoly of every form of 
transportation. 

“Unless all the indications are at fault, the coming session 
of Congress will see a battle royal over the transportation 
question,” say Joseph E. Ransdell, president, and S. A. Thomp- 
son, secretary, of the waterway congress. “After more than 
two years of intensive propaganda, the Association of Railway 
Executives is now ready to introduce bills covering the legisla- 
tion desired by the railway interests and press for their pas- 
sage. The changes which this legislation will produce, if 
enacted, are nothing short of revolutionary. No community in 
the United States is too large, or too small, to escape its in- 
fluence.” 

With this statement the waterway congress is sending out 
an article written by Mr. Thompson for “National Waterways” 
in which he discusses the “declaration of policy” adopted by 
the Association of Railway Executives, November 20, 1930, and 
statements of railroad officials, and comes to the conclusion 
that the “railway program” calls for a complete monopoly of 
every form of transportation. 

“That the railway executives are definitely determined to 
put their ‘program,’ with all its sinister possibilities, into effect, 
if possible, is beyond all question,” says Mr. Thompson in his 
article. “That they are using every available means to build up 
public sentiment in its favor is evident to anyone with eyes 
to see or ears to hear. Whether or not the American people 
will commit the incredible folly of allowing it to be done re- 
mains to be seen.” 

A symposium on “The Future of Transportation,” scheduled 
for the annual meeting, will be participated in by Roy Miller, 
active vice-president, Intracoastal Canal Association, for water- 
ways; Ivan Bowen, general counsel, Greyhound Lines, Inc., for 
highways, and F. R. Neely, chief, aeronautic information divi- 
sion, Department of Commerce, for airways. Speakers for 
railways and pipe lines are to be announced later. Addresses 
scheduled thus far for the convention follow: “Federal Task in 
River and Harbor Improvement,” Maj. Gen. Lytle Brown, Chief 
of Engineers; “Federal Aid for an Improved Barge Canal,” 
John F. Galvin, chairman, Port of New York Authority; “Flood 
Control and Navigation,’ Representative Riley J. Wilson, Rus- 
ton, La.; “Vanishing Rail and Lake Package Freight,” George 
B. Wright, freight traffic manager, Detroit and Cleveland Navi- 
gation Co.; “The Great Southwest,” Alex W. Acheson, Denison, 
Tex.; “The Gulf-Atlantic Ship Canal,’ Col. Gilbert A. Young- 
berg, Jacksonville, Fla.; “The Lake Erie-Ohio River Canal,” 
Route No. 1, via Beaver River, Alex. W. Dann, chairman, Lake 
Erie and Ohio River Canal Board; Allegheny River Route, L. 
H. Gavin, secretary, Chamber of Commerce, Oil City, Pa.; “The 
Savannah River,” Representative Charles H. Brand, Athens, Ga. 


WATER PASSENGERS LOST 


In the fiscal year ended June 30, 1931, there were 4,298,866 
passengers carried for each passenger lost, according to the 
annual report of Dickerson N. Hoover, supervising inspector 
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general of the steamboat inspection service, to the Secretary 
of Commerce, made public November 19. 

The report shows that in the fiscal year 305,219,538 passen- 
gers were carried on vessels required by law to report the 
number of passengers carried. There were 71 passengers lost. 
In the year, said the report, 1,065 lives were directly saved by 
means of the life-saving appliances required by law. 

The total number of lives lost from all causes, passengers 
and crew, was 295, a decrease of 196 as compared with the lives 
lose in the preceding year. Of the lives lost, 184 were from 
suicide, accidental drowning, and other causes beyond the power 
of the service to prevent, leaving a loss of 111 fairly charge- 
able to accidents, collisions, founderings, etc., according to the 
report. 

. Sixty-nine vessels were lost, including 41 steam, 11 motor, 
and 2 sailing vessels, and 15 barges, etc. Property lost reported 
amounted to $9,989,598. 


ILLINOIS WATERWAY 

Work on the Illinois link in the lakes-to-gulf waterway 
project is to be pushed as rapidly as possible, according to 
assurances given Senator Glenn, of Illinois, by Secretary of 
War Hurley. The Illinois senator recently urged President 
Hoover and Secretary Hurley to hasten the work with the ob- 
jective of completing it as soon as possible and of affording 
work for unemployed persons this winter. 

Accelerating the work this winter, it is pointed out, may 
result in the cost exceeding the allowance of $7,500,000 author- 
ized by Congress, and if that is the case, Congress will be asked 
to make an additional appropriation. nae 

According to War Department officials, the Illinois part of 
the waterway in all probability will not be ready for use before 


1933. 


BARGE LINE COTTON RATES 


The Traffic World Washington Bureau 


Secretary of War Hurley said November 17 he had asked 
the Commission to assist him in getting at the truth with respect 
to the suspended cotton rates of the Federal Barge Lines, 
operated by the Inland Waterways Corporation, the government 
barge line agency that is under the jurisdiction of the War 
Department secretary. ; 

Statements with respect to the rates were so conflicting, 
said he, that he had asked the Commission to assist him in the 
matter because the War Department did not have the facilities 
to get at it. The essence of the controversy, said he, appeared 
to be that it was a contest between rail and truck for the cotton 

t would move partly by water. ; 
eas Bente Sl sang of Mississippi, has protested against the 
rates becoming effective on the ground that cotton producers 
in his state will be discriminated against if the rates are put in, 

ding to Secretary Hurley. ; 

a the light of - oe developments, Secretary Hurley said 
he felt the matter was of such importance that it could not be 
disposed of without thorough investigation. He indicated he 
was in a quandary about the situation and that he would greatly 
appreciate a statement from the Commission as to the ultimate 
fact about the rates. Otherwise, he indicated, he would have 
to do the best he could in deciding the case. ; 

A report urging that the suspended rates be permitted to 
go into effect is understood to have been submitted to the Secre- 
tary by the advisory board of the Inland Waterways Corpora- 
tion. This report has not been made public. , 

Senator Brookhart, of Jowa, has taken a position in favor 
of the rates being restored. In discussing the situation, he 
said he would renew efforts to obtain legislation extending the 
operation of the government barge services to the Ohio and 
other waterways, such efforts having come to naught at the last 


session of Congress. 


MISS. VALLEY ASSOCIATION 


About 1,000 delegates from all parts of the United States 
are expected to attend the thirteenth annual convention of the 
Mississippi Valley Association, November 23 and 24, in the 
Hotel Statler in St. Louis. Lachlan Macleay, secretary, has 
prepared a tentative program, which is being worked into 
formal shape. 

W. R. Dawes, of Chicago, president of the organization, will 
be an outstanding figure in the convention and will deliver an 
address the first day. United States Senator Henrick Shipstead, 
of Minnesota, will also be one of Monday’s speakers. At the 
morning session the speakers will be Congressman John C. 
Cooper, of Ohio, Congressman Scott Leavitt, cf Montana, and 
Treodore Brent, traffic manager, New Orleans. 

Addresses will be delivered in the afternoon session by 
Congressman Joseph J. Mansfield, of Texas; Senator Shipstead; 
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Congressman Homer Hoch, of Kansas; Frank Purnell, president 
of the Youngstown Sheet and Tube Company, Youngstown, O.; 
former Congressman Everett E. Denison, Marion, Ill.; Congress- 
man William E. Hull, of Illinois; and former Gov. A. J. Weaver, 
of Nebraska. 

The annual banquet will be held Monday evening. 


The speakers at the Tuesay morning session will be: C. G. 
Bates, chief silviculturist of the United States Department of 
Agriculture; Alex W. Dann, president of the Pittsburgh Coal 
Exchange; L. Wade Childress, St. Louis, president of the Mis- 
sissippi Valley Barge Line Company; Maj. Gen. T. Q. Ashburn, 
chairman of the board of the Inland Waterways Corporation; 
R, H. Kipp of the Columbia River Valley Association; W. D. E. 
Dodson, of the Chamber of Commerce, Portland, Ore.; Congress- 
man Claude V. Parsons of Illinois, and Col. J. E. Youngberg, 
of Jacksonville, Fla. 

More speakers will be chosen for the Tuesday afternoon 
session, but the time will be taken up chiefly by committee 
meetings and business matters. 

The delegates will be guests of the Chamber of Commerce 
of St. Louis at luncheon, Tuesday noon. The speakers will be 
Maj. Gen. Lytle Brown, Chief of Engineers of the United States 
Army; former Gov. Bibb Graves, of Alabama, and Col. Clarence 
B. Douglas of the Inland Waterways Corporation. 

The outstanding features of the convention will be a policy 
for speeding up authorized river projects, a plan for the 
authorization by Congress of additional river improvements on 
main trunk line streams and source streams, a policy and plan 
for furthering flood control, the subject of erosion, and formula- 
tion of measures intended to develop international commerce 
through the gulf ports. It is expected that at least twenty-five 
states will be represented by delegates. 


BARGE LINE REGULATION 


Acting on the request of the Port of Philadelphia Ocean 
Traffic Bureau for a rehearing as to the question of the jurisdic- 
tion of the board over the Inland Waterways Corporation, the 
government barge line agency, the Shipping Board, November 
18, adopted a resolution referring the traffic bureau to the pro- 
visions of section 22 of the shipping act of 1916 and the board’s 
rules of practice. (See Traffic World, November 7, p. 1022.) 
the board’s resolution follows: 

Whereas, The Port of Philadelphia Ocean Traffic Bureau in writ- 
ing presents to the board that by reason of practice of the Inland 
Waterways Corporation the Port of Philadelphia is prejudiced, and 
requests the board to conduct hearing relative to the lawfulness of 
such practice and to receive argument respecting the status of the 
Inland Waterways Corporation under regulatory provisions of the 
shipping act; and 

Whereas, By section 22 of the shipping act, 1916, and the board’s 
rules of practice governing regulatory procedure before the board, 
the Port of Philadelphia Ocean Traffic Bureau is privileged through 
the filing of appropriate complaint to avail itself of full opportunity 
of hearing and presentation of argument in the orderly manner 
prescribed by such section and rules of. practice; Now, therefore, it is 

Resolved, That the Port of Philadelphia Ocean Traffic Bureau 
be, and it is hereby, referred to said section 22 of the shipping act, 
1916, and the board’s rules of practice. 


PROTEST MISSOURI RIVER WORK 


Another protest against expenditure of public funds for the 
improvement of the Missouri River above Kansas City has been 
sent to President Hoover and Secretary of War Hurley by 
A. F. Buechler, president of the Grand Island (Neb.) Chamber 
of Commerce; W. E. Spencer, secretary of the Alliance (Neb.) 
Chamber of Commerce; Henry Pavlot, secretary of the Sidney 
(Neb.) Chamber of Commerce; A. T. Holcomb, executive secre- 
tary of the McCook (Neb.) Chamber of Commerce; E. E. Boyd, 
president of the Chamber of Commerce of Central City, Neb., and 
E. E. Cushing, chairman of the traffic committee of the Hast- 
ings (Neb.) Chamber of Commerce. 

A protest was telegraphed the President by representatives 
of the interior Nebraska cities last December against improve- 
ment of the upper Missouri for navigation by barges and this 
was referred to the Secretary of War. 

In the present telegram it is asserted that developments 
since the protest of last December have emphatically demon- 
strated that it was justified. The signers of the telegram said 
they appealed again to the President “to aid the transporta- 
tion system upon which we of interior Nebraska cities must 
rely and at the same time to further the use of the waters of 
Nebraska’s rivers for irrigation.” The telegram, in part, follows: 


Railroads in the interior have not only reduced man forces, and 
with the consent of the state railway commission have abandoned 
many trains in Nebraska, but have also been forced to ask for an 
increase in the traffic that is left. It is respectfully submitted that 
with seven railroad lines crossing the state of Iowa, west to east, 
reaching the barge system on the Mississippi, potential loadings from 
interior Nebraska and west could not be stopped at Sioux City or 
Omaha. Those loadings would in eighteen to twenty-four hours be 
carried by rails to the Mississippi barges, whereas it would require 
about six to eight days for their barge transportation from Sioux 
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City to St. Louis moving via the Missouri River barge route. Near 
Rulo, halfway between Omaha and Kansas City, the Missouri was 
waded during the past summer from bank to bank, the water never 
going Over the wader’s knees. A test cargo of sugar, made since 
our former protest, required 42 days from New Orleans, barge to 
St. Louis and rail to interior Nebraska, obviously incompatible with 
present day distribution standards. 


NEW JERSEY LIGHTERAGE CASE 


“Lighterage is worthy of its hire and must pay its way,” 
says the brief of New Jersey in No. 22824, The State of New 
Jersey vs. The New York Central et al., signed by William A. 
Stevens, the attorney general, John J. Hickey, William S. Bron- 
son, and J. Raymond Tiffany, special counsel. This is the brief 
of the chief complainant in what has become known as the 
New Jersey lighterage case. 

In substance New Jersey contends that because railroads 
afford free lighterage service from the Jersey shore to the New 
York side of the metropolitan area and charge shippers rates as 
high to destinations in New Jersey as they do to New York 
they violate the first four and sixth sections of the interstate 
commerce act. 

New Jersey contends that the Commission’s orders in Iron 
and Steel Articles, 155 I. ‘C. C. 517, and Eastern Class Rate 
Investigation, 164 I. C. C. 314 and 171 I. C. C. 418, require the 
carriers to perform the accessorial services, lighterage and car 
float, at New York harbor, free of charge. 

“The defendants sought authority from the Commission in 
those two cases,” says the New Jersey brief, “to perform the 
accessorial services free of charge under certain rate making 
rules which they proposed. Nevertheless such rates are unlaw- 
ful. They necessarily shift an unfair burden of cost on other 
traffic. 

“Intrastate commerce in the state of New Jersey and in 
other states is unjustly burdened by the performance by the 
defendants of accessorial services, free of charge, on the inter- 
state traffic of New York harbor. The state of New Jersey can- 
not compel the defendants to establish or apply any rate that 
is not reasonably compensatory. The law is not inconsistent. 
It will not give that protection to the defendant trunk lines and 
permit them to establish and maintain unduly low rates that 
condemn the property rights of the complainant and localities 
in New Jersey and the lawful business enterprises of citizens of 
that state. 

“In administering the interstate commerce act the courts 
and the Commission have authorized common carriers to in- 
crease their state rates above the level allowed by state laws 
and state tribunals in order that the subnormal State rates 
would not unduly burden interstate commerce. If the Commis- 
sion permits the defendant carriers to perform free accessorial 
services at New York harbor or to perform those services at sub- 
normal rates or charges that pemission will be inconsistent 
with the action on subnormal state rates..... Lighterage is 
worthy of its hire and must pay its way. . That rates may be 
unreasonable because too low as well as because too high, is 
well established. A rate which is noncompensatory is unjust 
and unreasonable in violation of the interstate commerce act.” 

New Jersey said that the report of the Commission in the 
New York Harbor case, 47 I. C. C. 648, decided on December 
17, 1917, dealt at length with the question as to the appropriate 
level of freight rates to and from the New Jersey part of the 
Port of New York and the New York side of the port. In that 
report, New Jersey said, the Commission did not express im- 
portant conclusions of law or fact or announce established 
principles of rate making that stood in the path of the relief 
sought in the case at bar, adding that if such conclusions had 
been expressed in that case New Jersey would not be restrained 
by the doctrines of res judicata or stare decisis. 

The brief in behalf of the City of New York, signed by 
Arthur J. W. Hilly, corporation counsel; Vincent Victory, Frank 
E. Carstarphen, Philip J. Sinnott, A. S. B. Little, Frank L. Con- 
rad and Leigh Worthington, contends that the complainants’ 
contention that the city of New York had an advantage over 
New Jersey to the full extent of the cost of marine service 
within the so-called “free lighterage” limits was not borne out 
to the facts, and that the rail service performed for shippers on 
the New Jersey side of the port of New York was equal to if 
not superior in cost to the so-called free service of lighterage. 

The city of New York said that the complaints were so 
general in their allegations that it was not possible to ascertain 
the precise issues. It said that even the testimony offered on 
behalf of the complainants did not narrow down the issues. 

“But one thing did appear clearly,” said the New York City 
brief. “The state of New Jersey was and is urging the Com- 
mission to disregard the unity of the district known as the Port 
of New York and to treat the port as a collection of sub-groups 
to which different rates would apply within the port to the 
benefit of New Jersey’s citizens and the state of New Jersey, 
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and to the pejudice of the citizens of New York and the state of 
New York, but most of all the City of New York and its 
citizens. This proceeding, brought by New Jersey, is shown to 
be a menace to port unity. . . New Jersey seeks to have the 
Interstate Commerce Commission recognize that segment of 
the port which lies in the state of New Jersey as a segment 
separate and apart from the whole, with independent existence 
and rights and claims peculiar to itself and unrelated to the 
port as a whole, notwithstanding the fact that under the unified 
treatment the commerce and industries both of New York and 
New Jersey had in the past gone forward. So New Jersey 
attacks the present system of freight rates though of long and 
continued operation.” 

New York’s brief points out that nearly a hundred years ago 
New York and New Jersey made a treaty about the matter of 
port regulation and treatment which was approved by Congress, 
and that prior to that time New Jersey and New York had 
worked in harmony for the construction of the Erie Canal, 
although New Jersey did not contribute to the cost of its con- 
struction. 

Milton P. Bauman and Charles J. Fagg, in behalf of the New 
Jersey Traffic Advisory Committee, complainant in No. 23040, a 
case joined with the one brought by the state of New Jersey, 
said that the committee sought the removal of the excess 
amounts contained in the rates in the Eastern Class Rate and 
Iron and Steel Articles cases, to the extent that the prescribed 
and published rates exceeded rates predicated upon the max- 
imum reasonable mileage scales prescribed by the Commission. 
They said they submitted that such rates were unreasonable to 
the extent of that excess and similarly prejudicial to localities, 
industries and shippers in New Jersey. 

The committee contended that it was unlawful in that it 
was unreasonable and unduly prejudicial to New Jersey, and 
unduly preferential of New York, to require or permit rates of 
equal measure on traffic originating or delivered throughout 
the Port of New York district, when greater services were per- 
formed in the east part of the Port and lesser services in the 
New Jersey part of the Port. As a matter of principle, the com- 
mittee said, it submitted that it would be unlawful to require or 
permit rates for normal rail service which were in excess of 
rates which would result from the normal application of maxi- 
mum distance or mileage scale rates prescribed by the Commis- 
sion or established by the defendants for general application in 
official classification territory. 

Samuel Silverman, corporation counsel of Boston, Mass., 
Johnston B. Campbell, and George H. Parker, of counsel, in 
Nos. 23327, City of Boston and Boston Port Authority vs. New 
York Central et al., interveners in the other so-called lighterage 
cases, said the city of Boston and the Port Authority alleged 
that the local, joint, and proportional rates established by the 
defendants, particularly on freight traffic handled through New 
York and other north Atlantic ports, including Boston, and the 
assumption and bearing the cost and expense of lighterage, car 
floatage, etc., at New York, by the defendants were in violation 
of the first three and sixth sections of the interstate commerce 
act, and of article 1, section 9, clause 6, of the Constitution of 
the United States. The Boston complainants also alleged that 
by and through the granting of storage in transit at New York 
and/or granting storage in transit at lower rates than accorded 
at Boston, and by exemption from demurrage, etc., the railroads 
gave undue preference to New York, to the prejudice of Boston. 
Three steamship companies, subject to the Interstate Commerce 
Commission’s regulatory power in addition to the railroads were 
named in the Boston complaint. The complaint covered export, 
import, coastal, intercoastal waterborne traffic, inclusive of the 
domestic rail rates in so far as the latter applied on export, im- 
port, coastal, and intercoastal waterborne traffic. Boston asked, 
among other things, that the rates be found unreasonable, per 
se and relatively; that the local, joint, and proportional rates 
on classes and commodities established by the defendants be- 
tween points in the United States and Canada and the port of 
New York on traffic afforded accessorial services at New York 
and on traffic transported by the rail lines of the New York 
Central located east of the Hudson River, to and from points on 
those lines south of Spuyten Duyvil were unreasonably low, 
and that the extent to which those rates were less than reason- 
able minimum rates might be measured by the cost and expense 
of such accessorial services at New York as shown by the 
evidence in this case. 


_ Clyde Brown, chairman of the legal committee for the 
eastern trunk line defendants, and Thomas P. Healy, special 
counsel for the eastern trunk line, in their brief, said that, 
among other things, they had shown that the Commission was 
again asked in these cases to pass upon the same essential 
issues which were before it in the New York Harbor, Eastern 
Class Rate and Iron and Steel Articles cases and in the long 
series of port differential cases. They alleged that the com- 
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plainants had not brought out new facts, had not shown that 
conditions had undergone « material change, or that the Com- 
mission’s past decisions had been based upon a misconception 
or misapprehension; that the New York metropolitan area, in- 
cluding both the New Jersey and New York communities, and 
the waters of New York harbor properly were and should con- 
tinue to be a rate group on all but short-haul traffic; that it 
was a reasonable rate group; that the maintenance of equal 
rates to and from all points in that group did not afford a basis 
for a finding that the group rates were unjust, unreasonable, 
unjustly discriminatory or unduly prejudicial to points within 
the group. 

In addition, the attorneys for the eastern trunk lines 
asserted that the complainants had made no: showing that the 
present adjustment operated to their injury. On the contrary, 
said the trunk line attorneys, they had prospered under it and 
that to grant the relief asked for must inevitably disrupt the 
whole structure of rates to and from the Atlantic seaboard 
which had been passed upon by the Commission in many cases. 
Such disruption, they said, would greatly deplete the revenues 
of the carriers. They said the three complaints should be dis- 
missed. The trunk line attorneys made no abstract of the 
voluminous record, but said that in their argument they would 
refer to the parts of the record wherein the facts upon which 
their arguments were based could be found. 

The National Sugar Refining Co. of New Jersey, General 
Foods Corporation, Franklin Baker Co., Inc., and Log Cabin 
Products Co., by John F. Finerty, their attorney, and the United 
States Rubber Company by W. H. Chandler, describing them- 
selves as New Jersey shore industries in opposition to the com- 
plaints, submitted that the complaints originated by the state 
of New Jersey and the New Jersey Traffic Advisory Committee 
should be dismissed. They said it seemed self evident that it 
could not be in the interest of Jersey shore industries now 
receiving free lighterage and floatage services between the 
Jersey railheads as well as to and from Manhattan and Staten 
Islands, to be compelled to pay for such services, or in the 
alternative to be restricted to the service of the particular 
carrier whose rails might reach such industry. 

That the complainants in this contention, said the brief, did 
not represent the interests.of the Jersey shore industries was 
apparent, from the fact that out of the mass of the Jersey 
industrial witnesses, called to support the complaint, only 
three represented Jersey shore industries now using free light- 
erage or ficatage, and two of these three represented industries 
on the Hoboken Shore Railroad. 

The state of Maryland by Attorney-General William Pres- 
ton Lane, Jr., the mayor and city council of Baltimore, by R. E. 
Lee Marshall, city solicitor, John Philip Hill, attorney for the 
interveners, and the Baltimore Association of Commerce, by 
Charles R. Seal, its attorney, arguing both the New Jersey 
complaints and that by the city of Boston, said that perhaps 
the outstanding feature of the Boston case was the fact that, 
as to points in all territory beyond the northeastern corner 
of the United States, Boston in no instance possessed transporta- 
tion advantages as favorable as those of Baltimore. Boston, 
therefore, they said, did not appeal to the Commission for con- 
sideration of its rates on the basis of the conditions surround- 
ing the transportation of its traffic. 

“It may fairly be said,” says the brief, “that its appeal for 
a parity of rates with Baltimore or Philadelphia is based solely 
on its alleged inability ‘to maintain its relative position in the 
total commerce of the United States’ as compared with other 
ports. To grant the relief sought by Boston, it would be neces- 
sary for the Commission to order the carriers, on the one hand, 
to charge for the cost of lighterage at New York Harbor which 
they now absorb, amounting on the average to $2.10 per ton, 
and on the contrary, to absorb the difference in line haul cost to 
Boston, as compared with Baltimore, amounting in many in- 
stances to more than the New York lighterage cost.” 

As to the New Jersey complaint, Maryland and Baltimore 
said they were content to rely upon the evidence which they 
said justified Baltimore present rate advantages in relation to 
New Jersey points, and upon the admission of the New Jersey 
complainants that Baltimore was entitled to its advantages of 
location as compared with New Jersey points. 

New York interveners in No. 23327, City of Boston and 
Boston Port Authority vs. New York Central et al., by Attorney- 
General John J. Bennett, Jr.; Hiram C. Todd, Parker McCol- 
lester, and Charles Dickerman Williams, for the state of New 
York; Arthur J. W. Hilly, corporation counsel, Vincent Victory, 
Frank E. Carstarphen, and Phillip J. Sinnot, for the city of New 
York; Parker McCollester and Lord, Day & Lord, for the New 
York State Chamber of Commerce, New York Produce Exchange, 
and other civic and commercial organizations; Cullen & Dyk- 
man, Theodore H. Burgess, Sigourney B. Olney, and A. C. Welsh, 
for the Brooklyn Chamber of Commerce; William H. Chandler, 
for the Merchants’ Association of New York; P. W. Moore, for 
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Queens Borough Chamber of Commerce; J. P. Magill, for Mari- 
time Association of Port of New York; Charles J. Austin for 
the New York Produce Exchange, and John F. Finerty, for the 
Brooklyn Eastern District Terminal, said that the Boston com- 
plaint should be dismissed. They said that the complaint should 
be dismissed because no finding of discrimination could be made 
because the two railroads which served both New York and 
Boston directly did not control the storage situation at New York 
and that an order requiring the New York Central to change 
its practices at New York would have no other result than to 
prevent it from meeting the competition of the other trunk 
lines. On the other hand, they said, the other trunk line car- 
riers whose only relation to Boston was their participation in 
port rates to that port could not be found guilty of the violation 
of the third section because of the local terminal practices there, 
the decision in Central Railroad Co. of New Jersey vs. U. S., 257 
U. S. 247 (42 S. Ct. Rep. 80). 

The Brooklyn Eastern District Terminal, by John F. Finerty, 
said that the Commission should dismiss the complaints on the 
ground stated in the briefs filed on behalf of the eastern trunk 
line defendants, and on the grounds specified in the brief for 
the New York interveners, as well as on the additional grounds 
presented in this brief. One of the grounds specified in this 
brief is that the character of the floatage and terminal service 
rendered by the terminal for the trunk lines on traffic to and 
from Brooklyn was not substantially different from the service 
rendered by the trunk lines in handling traffic to and from the 
Hoboken Shore Railroad and the cost to the trunk lines of such 
service to and from Brooklyn was, if anything, less than the 
cost to them of the floatage, lighterage and terminal services 
on traffic to and from the Hoboken Shore Railroad. 

The city of Philadelphia and Philadelphia Trade Organiza- 
tions by G. Coe Farrier, assistant city solicitor, and S. H. Wil- 
liams, assert that the record in this case discloses no facts 
which would warrant the Commission in any way unbalancing 
the port differential relationship among the north Atlantic ports. 
They further said that the policy of the carriers operating be- 
tween central territory and the north Atlantic ports of allowing 
competitive practices to fix a rate to all parts of the port of 
New York as a unit which did not properly reflect the cost of 
service rendered as compared with the service necessary to be 
rendered at the port of Philadelphia operated to make the 
present freight rates between central territory and New York 
unduly prejudicial as against the other north Atlantic ports, 
more especially the port of Philadelphia. They further sug- 
gested that that policy should lead the Commission to a careful 
consideration of whether or not the railroads were depleting 
their financial ability to serve the public by rendering services 
to freight moving to and from New York which exceeded in cost 
the pecuniary return arising out of and resulting from the col- 
lection of the present freight rates which, in practically all cases, 
include the furnishing of accessorial services entirely out of pro- 
portion to the financial return derived from them. 


The New York Dock Railway, a defendant, by Charles E. 
Cotterill, submitted that the Commission should find that the 
allegations of the complainants were unfounded both in law and 
in fact. The New Jersey complainants, said the Dock Railway, 
asked the Commission in effect to “penalize New York and New 
Jersey’s prosperity will increase at the expense of New York.” 
New Jersey, the brief said, has prospered since the former New 
York Harbor case and much of that prosperity was due to its 
proximity to New York. The brief said there was no proof of 
injury and indeed there could be none for none existed. 


The Port of New York Authority, an intervener, by Julius 
Henry Cohen, Wilbur La Roe, Jr., and Frederick E. Brown, said 
that the Commission should find that the Boston complaint was 
wholly without merit and should be dismissed. Its brief was 
directed solely at the Boston complainant. It declared that the 
complaint, “filed as a political move by certain officials of the 
city of Boston,’”’ sought to obtain for that city lower export and 
import freight rates than those to and from New York. Boston’s 
unfavorable location in the extreme eastern part of Massachu- 
setts, far removed from the interior of the United States where 
export traffic largely originated, the brief said, would seem in 
itself to show the unsoundness of the complaint. The distance 
from New York to Boston, the brief said, was approximately 
200 miles, and since New York was directly intermediate to 
Boston by many of the routes from the midwest, this extra dis- 
tance was a fair measure of Boston’s disadvantage from a purely 
mileage viewpoint via all routes through New York harbor. 





REDUCTIONS IN TRAIN MILEAGE 


A further cut in passenger train service, which will reduce 
the train mileage by about 3,000,000 miles a year, will be put 
into effect by the Canadian National Railways November 22. 
This cut, added to cuts made previously this current year, brings 
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the reduction to 8,000,000 passenger train miles a year from the 
maximum of 1929. 

Although this cut is one of the most severe in railway 
history and is made to meet falling revenues, rerouting of some 
of the main-line trains will result, it is pointed out, in a superior 
service. An example is the Montreal-Vancouver train which, 
being rerouted via Capreol, Ontario, instead of Cochrane, will 
result in a saving of nine hours in the running time between 
Montreal and Vancouver, and six hours in the opposite direction. 
By scheduling this train to leave Montreal at 7:15 p. m., daily, 
instead of 10:45 p. m., and effecting a consolidation with a 
Toronto train at Capreol, the company is enabled to eliminate 
a train from Toronto to Winnipeg and still improve the running 
time between both Toronto and Montreal to Vancouver. A simi- 
lar reduction in running time and the elimination of a train 
from Winnipeg to Toronto is effected by scheduling the Van- 
couver-Montreal train to leave Vancouver at 8:45 a. m., daily, 
instead of 9:50 p. m. The new schedule also allows the com- 
pany to eliminate a train between Montreal and Ottawa, both 
ways, as the Vancouver-Montreal train will perform the same 
service under its new schedule. 

The Boston and Maine also, because of the recession in 
earnings and the recent admonition of the Commission with 
respect to duplication of passenger service, announces a partial 
consolidation of passenger trains between Boston and Montreal. 


TRUCK-RAIL COTTON COMPETITION 


In their determination to meet the truck in competition 
for the hauling of cotton, Texas and Oklahoma lines serving 
Gulf ports have proposed to throw over three-way minimum 
rates on cotton stopped in transit, a method of publishing cot- 
ton rates of long use. Through Fonda and Johanson, their tariff 
publishing agents, they have asked special permission to pub- 
lish, on one day’s notice, amendments to Johanson’s I. C. C. 
No. 2278 and Fonda’s I. C. C. 297, in the form of a note in the 
item governing the through rate to apply on concentrated ship- 
ments, as an exception to the item. The note is as follows: 


The requirement that the rate from origin point to transit point 
be observed as minimum be waived when the final destination is a 
point to which rate carrying an expiration date prior to June 25, 
1932, is applicable in the rate tariff. 


Tariffs containing rates carrying expiration dates are those 
published to meet truck competition. The note means that as 
to such traffic no attention is to be paid to the requirement that 
the minimum rate shall be the rate from the origin point to the 
transit point or the rate from the transit point to the final 
destination, whichever is the higher. Abolition of those minima 
means that cotton moving on truck-competition-compelled rates 
will be carried from origin point to final destination, with the 
transit privilege attached, on the through rate from the point 
of origin to the final destination. 

As the tariffs now stand if the rate from Oklahoma City, 
Okla., to Galveston, Tex., is lower than the rate from Waco, 
Tex., a transit point, the higher rate from Waco is the one to 
be applied on cotton using the transit privilege. Under the new 
arrangement the lower rate, assuming that the rate from Okla- 
homa City is lower, will be the applicable one. 

Galveston interests have protested against grant of per- 
mission on the ground that the note would cause discrimination 
against concentration plants at the ports. 


INTERURBAN LINE ABANDONMENT 


“This application of one interurban line to abandon opera- 
tion seems to be the natural result of the trend of the times,” 
says an announcement of the filing, on November 10, of an 
application to abandon its entire interurban electric rail system 
by the Ohio Railway and Power Corporation. The company has 
its headquarters at Lima O., and the application was filed with 
the Ohio Utilities Commission. Highway competition is assigned 
as the principal reason for the electric line’s wish to go out of 
the transportation business. As explained by F. D. Carpenter, 
president of the company, “the long drawn-out depression, on 
top of keen competition from trucks and busses, as well as 
from other interurbans, has finaily proved to be too much.” 

Mr. Carpenter has been connected with the line since its 
beginning in 1900, at a time when commercial highway trans- 
portation had been superseded by canals and then steam rail- 
roads for three-quarters of a century and the new motorized 
transport was not even on the tongues of prophets. He super- 
vised the entire construction of the electric interurban and has 
been in charge of its operation for many years. In the early 
years of the line’s operation, before private passenger cars 
and busses came into general use, the company had a paying 
passenger business, he says. When tht began to go, a profit- 
able freight business giving express service at freight rates 
was built up. This, in turn, has fallen off to an extent that the 
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road can no longer continue to operate at a profit due to the 
rise of the new highway freight service sand because of con- 
tributing reasons, he says. The present business of the com- 
pany is insufficient to justify its existence, he adds. 


CONTRACT CARRIER A COMMON CARRIER 


The Texas railroad commission has taken a step towaré 
defining when a motor truck contract carrier becomes a com- 
mon carrier by ruling that the Galveston Truck Line Corpora- 
tion, which had applied for a contract carrier certificate, is a 
common carrier because it has contracted with 33 firms at 
various points in the state to transport their goods. It did not 
indicate what number of hauling contracts a company must 
have before being classed as a common carrier. It granted 
common carriers authority to intervene in application for con- 
tract carrier permits and to prove that existing common facil- 
ities were adequate and would be impaired by contract carrier 
service, pending a ruling from the Attorney-General on the 
question. The only precedent presented was a ruling of an 
Oklahoma court holding that five contracts made a common 
carrier. The Texas law does not state the number of contracts 
a line may have before it enters the common carrier classi- 
fication. ‘ 

The Galveston Truck Line Corporation said it purposed to 
operate 100 trucks between interior points and Galveston. Points 
raised in the hearing may be appealed to the courts to deter- 
mine the differentiation between qualifications of common and 
contract carriers. 

Applications of the company for a certificate was contested 
by the railroads and the company was forced to place a mass 
of detailed data into the record, including the engine numbers 
and size, weight and capacity of the trucks they proposed to 
operate. 


TEXAS PICK UP AND DELIVERY 


The new Texas rates covering the transportation of mer- 
chandise intrastate with pick-up and delivery service by rail- 
roads, approved by the railroad commission, went into effect 
November 16. These rates were regularly in effect on such 
traffic intrastate in Texas, but now include pick-up and delivery 
service at origin and destination, respectively, which was be- 
fore available only in connection with the individual motor 
truck transport lines. The new tariff, however, provides for 
interchange of traffic between the various motor truck trans- 
port lines and rail connections parties thereto, and will permit 
more extensive use by Texas shippers and receivers of the 
service offered by these carriers, it was explained. The joint 
application of these rates will permit through way billing the 
same as in effect between the different railroads before the 
motor truck transport service was developed. Motor truck 
transport lines and rail carriers parties to the tariff in con- 
nection with the joint rates applicable on and after November 
16 = are: Missouri-Kansas-Texas Transportation Company, 
Southern Pacific Transport Company, Texas & Pacific Motor 
Transport Company, Electric Express & Baggage Company, St. 
Louis Southwestern Railway Company of Texas of Texas, and 
Texas Mexican Railway. 








CONSTRUCTION OF HIGHWAYS 


Expansion of road building programs for the relief of un- 
employment as well as to relieve traffic congestion on the high- 
ways and reduce accidents from motor vehicles will be proposed 
to Congress in numerous measures as soon as it meets, accord- 
ing to W. R. Smith, president of the American Road Builders’ 
Association. 

“The use of road building for unemployment relief will be 
emphasized in 40 radio addresses delivered by leading highway 
authorities in all parts of the country on December 8,” said he. 

“These talks will accentuate the fact that rogd building 
for uneiployment relief. was tested during the past year and 
it has been found most effective in putting men to work 
promptly. More than a million men were employed directly 
on road and street work, and two million other men were kept 
busy furnishing supplies, materials, and equipment to workers. 
Road building for unemployment relief has a tremendous ad- 
vantage in that it brings the job to the worker—it is the most 
widely distributed activity in the country.” 


RAILROAD SCALE TESTS 


A total of 1,030 railroad track’ scales were tested by the 
Bureau of Standards of the Department of Commerce in the 
fiscal year ended June 30, 1931, the greatest number ever 
covered in one year, according to the annual report of George 
K. Burgess, director of the bureau, to the Secretary of Com- 
merce, made public November 17. 

Of the total, according to the report, 75.9 per cent were 
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correct within the bureau’s tolerance, which allows a mean maxi- 
mum weighing error equivalent to 0.20 per cent of the applied 
test-load values. The average maximum weighing error was 
0.21 per cent or but 0.01 per cent more than the allowable error 
limit. These values, in comparison with the results for the 
preceding year, according to the report, indicate a higher pro- 
portion of correct scales, but a slightly greater average weigh- 
ing error. 

Eighteen of the nineteen master track scales in service 
were visited and calibrated by direct application of standard 
test loads. Minor modifications or adjustments were made on 
10 scales and all were left accurate within an “adjustment tol- 
erance” corresponding to an allowable error limit of 0.01 per 
cent, according to the report. 

Tests were made of 97 track scales utilized at grain 
elevators and mills for weighing carload consignments of grain. 
Slightly more than half, according to the report, were correct 
within the special tolerance of 0.10 per cent. A survey has 
shown, says the report, that approximately half these scales 
are incapable of continuous maintenance within the tolerance 
recommended for them by the Interstate Commerce Commis- 
sion. (I. C. C. 9009.) 

At the master scale depot, Clearing Station, Chicago, rail- 
road track-scale test-weight car calibrations were made for 13 
different owning systems on 28 different cars. The total number 
of calibrations was 57. In addition, 23 track-scale test-weight 
cars owned by railroads and industries which do not have 
access to master scales were calibrated by direct comparison 
with standard weight test loads in the field. 

The report said the bureau would cooperate with the 
National Scale Men’s Association on the preparation of a code 
of rules for operation and maintenance of track-scale test-weight 
cars, and definition of what constituted a proper test of a rail- 
road track scale. 


AIR TRANSPORT PROGRESS 


Progress of a most gratifying character was made by air 
transport operations in the United States in the last fiscal 
year, according to the annual report of Clarence M. Young, 
Assistant Secretary of Commerce for Aeronautics, made public 
November 21. 

In comparing conditions at the end of the fiscal years 1931 
and 1930, the report states that 37,132 more miles were being 
flown daily by air transport companies both in the United States 
and on foreign extensions at the end of the past fiscal year 
than at the end of the previous period. 

The total mileage flown on schedule every 24 hours in the 
United States, and to Canada, the West Indies and Latin Amer- 
ica at the end of the fiscal year 1931 was 140,314, according to 
the report. In the calendar year 1930, a total of 417,505 pas- 
sengers was carried and nearly 37,000,000 miles were flown. 

In miscellaneous flying, which consists of such activities 
as student instruction, aerial sight-seeing, exhibition flying, crop 
dusting, aerial photography and kindred activities, more than 
108,000,000 miles were flown and nearly 3,000,000 persons were 
carried in the calendar year 1930. Of this number, about 
1,850,000 were carried for hire. 

Outstanding in the work accomplished by the aeronautics 
branch in the past fiscal year has been the expansion of the 
federal airways system which, when completed, will embrace 
25,000 miles of airways fully equipped with aids to air naviga- 
tion for the safe operation of aircraft both day and night, the 
report states. At the end of the last fiscal year there were 
17,500 miles of airways lighted and under construction which 
were, or were to be, equipped with radio direction and com- 
munication facilities and weather reporting services. In addi- 
tion to the foregoing there are 1,123 miles of airways which 
have been or are being provided with certain air navigation 
facilities for day operations. 

In discussing the airways, the report states that three 
lighted transcontinental routes are included in the federal air- 
ways program; one, between New York and San Francisco (in 
operation on day and night schedules); a second, the mid- 
continental, between New York and Los Angeles; and the third, 
between New York and San Diego, known as the southern trans- 
continental. The latter two have been under construction and 
are rapidly nearing completion. Air transport companies now 
are operating passenger, mail, and express service over all 
three routes. 

These transcontinental airways are designed to serve the 
north, central and southern sections of the United States from 
east to west both directly and through feeder and connecting 
routes. Also they not only constitute the basis for air trans- 


portation service to a large portion of the country, but at the 
same time they provide alternate routes for air travel. Further, 
they are coordinated closely with various border countries and 
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are so designed as to facilitate international travel to the 
nations of the western hemisphere, the report declares. 

Research work undertaken by the aeronautics branch in 
the past fiscal year is of immediate and potential value to 
aeronautics in general, it is pointed out. The report lists 
several problems which were nearing solution or were still 
under investigation at the end of the fiscal year among which 
are included the following: Device for the simultaneous trans- 
mission of radiotelephone weather broadcasts and visual type 
radio range beacon signals on the same frequency, a system 
of radio aids to facilitate blind landings for aircraft a simple 
direction finder for aircraft, and a new improved type visual 
radio-beacon course indicator. Other research problems were 
directed at the reduction of noise from airplane engine exhausts 
by the use of mufflers; the development of crash-proof tanks; 
and research into various phases of aeronautical lighting. 


AIR TRAFFIC 


While 1931 passenger traffic on railroads and steamships 
was off from 18 to 44 per cent as compared with 1930, American 
air transport lines showed a 6 per cent increase in passengers 
and a 47 per cent increase in mileage flown the first nine months 
of 1931, according to the Aeronautical Chamber of Commerce of 
America, Inc. The air figures cover operations on the 38 major 
air lines in the United States. 

The air transport lines set a new record for passengers 
carried in the first nine months when 348,507 persons were 
carried as compared with 327,211 passengers in the correspond- 
ing period for 1930, an increase of 6.5 per cent, according to 
the chamber, which added: 


The mileage flown by scheduled American air transport lines in 
the first nine months of this year showed an increase of 47.1 per cent 
over that for the corresponding period in 1930, reaching a total of 
31,366,383. Air express shipments jumped 212 per cent to 683,845 
pounds; air mail 13.2 per cent to 6,983,281 pounds; and passenger 
miles 10.5 per cent to 89,928,195. The number of passengers carried 
in the first six months of the year was below the 1930 record, but 
the increase in the volume of business handled by the lines in the 
third quarter brought the total up to 348,507, an increase of 6.5 
per cent over the number carried in the first nine months of last year. 

Passenger traffic in September reached a new high when 62,419 
persons rode the nation’s air lines. This is an increase over the 
July total, the previous peak, of 6,637, and is 8,256 greater than the 
number carried in August. It is nearly 19,000 more than the total 
for September, 1930. The final quarter of the year probably will show 
a sharp seasonal decrease in the number of passengers carried, as 
was the case in 1930, but the annual total will certainly show a 
very satisfactory gain over the 385,910 passengers recorded last year. 

September of this year was a record month with regard to 
passenger miles also. Reports received by the Aeronautical Chamber 
of Commerce from the various air lines show that the 62,419 pas- 
sengers traveled a total of 15,778,643 miles. This is an increase of 
nearly 7,000,000 miles over the record for September, 1930. The num- 
ber of passenger miles recorded in the first nine months of this year 
exceeds the total for the same period of last year by almost 9,000,000. 

Air express shipments in September totaled 117,263 pounds, con- 
siderably more than the previous record of 101,992 pounds, established 
in August this year. Air mail reached a total of 825,174 pounds, 
making September the fourth month in which the poundage has 
exceeded the 800,000 mark. The mileage flown by the transport com- 
panies in September was 4,381,597, more than double the number 
recorded in the same month a year ago. 

The September totals brought the mileage flown in the third 
quarter of this year up to 13,123,908, mail poundage to 2,465,601, 
passengers carried to 172,364, passenger miles to 44,438,904, and ex- 
press shipments up to 296,105 pounds. In July, August and September 
last year, the transport lines flew but 9,097,900 miles, and carried 
2,190,307 pounds of mail, 134,232 passengers and 81,022 pounds of ex- 
press. The total number of passenger miles recorded in the third 
quarter of 1930 was 34,565,191. 


AIRCRAFT PRODUCTION 


Airplanes manufactured in the United States the first nine 
months of 1931 totaled 2,321, according to a survey made by the 
aeronautics branch of the Department of Commerce. These 
craft included’ 1,583 manufactured for domestic civil use, 637 
military deliveries, and 101 exported to foreign countries. 

The airplanes built for domestic civil use included 1,130 
monoplanes, 399 biplanes, 52 autogiros, and 2 helicopters. Of 
the monoplanes, the majority were landplanes of the 1 or 2 
place open-cockpit type, and of the biplanes, the majority were 
either 2 or 3 place open-cockpit landplanes 

In the first nine months of 1930, a total of 2,710 airplanes 
was manufactured of which 945 were monoplanes and 987 
biplanes. Of the total, 1,956 were manufactured for domestic 
civil use; 556 were delivered to the Army and Navy, and 198 
were exported. 


AIR EXPRESS SERVICE 
Air express service has been begun by Century Air Lines 
between Chicago, Detroit, Toledo, Cleveland, St. Louis and inter- 
mediate points, with the air line employes handling, the shipments 
from the time of their receipt until delivery. In practically all in- 
stances, according to the announcement, deliveries will be made 
the same day shipments are received. On the shorter hauls, 
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only a few hours will be required to make delivery from the 
time the shipment is received, it is stated, due to the frequency 
of the flights between the points served. Rates are said to be 
considerably lower than existing air express rates and include 
free insurance up to fifty dollars. A special department of the 
company has been organized for the exclusive handling of 
express. Shipments will be checked at each point along the 
line and consignees will be notified by phone of the approximate 
time of their arrival where that is requested. 


AIR MAIL INCREASE 


A sharp increase in air mail carried on the New York- 
Chicago-Pacific Coast route, on which moves approximately 
forty per cent of the air mail of the nation, has been reported 
by United Air Lines for last month. In September, a total of 
298,884 pounds, or approximately 12,000,000 letters, were flown 
by United Air Lines on its transcontinental route. In October 
this jumped to 314,038 pounds, or 12,561,520 pieces of mail. The 
company carried 4,430 passengers in October, on the New York- 
San Francisco route. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended November 7 to- 
taled 717,029 cars, according to the car service division of the 
American Railway Association. Due to the usual seasonal de- 
cline in freight loadings, said the division, this was a reduction 
of 23,334 cars below the preceding week. It also was 164,488 
ears below the corresponding week last year and 331,939 cars 
under the same week two years ago. 

Revenue freight loading by districts the week ended No. 
vember 7 and for the corresponding period of 1930 was reported 
as follows: 


Eastern district: Grain and grain products, 6,991 and 5,753; live 
stock, 2,051 and 2,505; coal, 32,2386 and 43,461; coke, 1,957 and 2,056; 
forest products, 1,773 and 2,667; ore, 1,146 and 2,618; merchandise, 
i, ©. Bes 7,730 and 63,771; miscellaneous, 54,329 and 69,243; total, 
1931, 158, bis, 1930, 192, 074; 1929, 231,071. 

‘Allegheny district: Grain and grain products, 3,237 and 2,957; live 
stock, 1,796 and 1,768; coal, 31,120 and 41,507; coke, 2,429 and 4,075; 
forest products, 1,065 and 1,965; ore, 2,913 and 6,986; merchandise, 
L. C. L., 43,499 and 48,541; miscellaneous, 49,442 and 62,622; total, 
1931, 135, 501; 1930, 170, 421; 1929, 216,029. 

Pocahontas district: Grain and grain products, 369 and 266; live 
stock, 246 and 215; coal, 32,164 and 37,194; coke, 275 and 414; forest 
products, 744 and 837; ore, 39 and 329; merchandise, L. C. L., 6,036 
and 6,752; miscellaneous, 5,585 and 5 ,818; total, 1931, 45,458; 1930, 51,- 
$25; 1929, 61,600. 

Southern district: Grain and grain products, 3,123 and 3,155; live 
stock, 918 and 1,347; coal, 16,756 and 22,190; coke, 385 and 487; oe 
products, 8,028 and 12 ,089; ore, 315 and 903; merchandise, is ©. 
35,525 and 39, 726; miscellaneous, 39,223 and 49, 135; total, 1931, 104, 278: 
1930, 129,032; 1929, 143,989. 

Northwestern district: Grain and grain products, 8,510 and 10,819; 
live stock, 8,603 and 8,136; coal, 7,295 and 9,499; coke, 734 and 1,270; 
forest products, 5,013 ‘and 8,961; ore, 2,162 and 14,401; merchandise, 
L. C. L., 25,346 and 29,715; miscellaneous, 27,459 and 34,682; total, 
1931, 85, 122; 1930, 117,483; 1929, 144,295. 

Central Western district: Grain and grain products, 12,788 and 
10,714; live stock, 10,834 and 12,558; coal, 9,484 and 13, 171; coke, 140 
and 210; forest products, 3,915 and 6,201; ore, 2,442 and 2,811; mer- 
chandise, ise, 4, Bay Be 688 and 32,972; miscellaneous, 51,364 ‘and 64, 641; 
total, 1931, 120,655; 1930, 143,278; 1929, 163,060. 

Southwestern district: Grain and grain products, 5,329 and 5,254; 
live stock, 2,442 and 2,637; coal, 4,824 and 5,293; coke, 123 and 213; 
forest products, 2,818 and 4,894; ore, 370 and 565; merchandise, L. 
C. L., 14,854 and 15,254; miscellaneous, 37,047 and 43,294; total, 1931, 
67,807; 1930, 77,404; 1929, 88,924. 

Total, all roads: Grain and grain products, 40,347 and 38,918; live 
stock, 26,890 and 29,166; coal, 133,879 and 172,315; coke, 6,043 and 
8,725; forest products, 2: 356 and 37, 614; ore, 9,387 and 28,613; mer- 
chandise, L. L., 678 and 236, 731; miscellaneous, 264,449 and 
329,435; total, Sas1- "17, rte 1930, 881, 517; 1929, 1,048,968 


Loading of revenue freight in 1931 compared with the two 


previous years follow: 
1931 1930 1929 


Five weeks in January........... 3,490,542 4,246,552 4,518,609 
Four weeks in February......... 2,835,680 3,506,899 3,797,183 
Four weeks in March............ 2,939,817 3,515,733 3,837,736 
Pour Weeks I APM. occccceccccs 2,985,719 3,618,960 3,989,142 
Five weeks in May...........s0- 3,736,477 4,593,449 5,182,402 
FOUr WeGKS i JURE... ..cccccccses 2,991,749 3,718,983 4,291,881 
POUP WOKS: I JU 6. scccccesecce 2,930,767 3,555,610 4,160,078 
Five weeks in August......<ccce0 3,747,284 4,671,829 5,600,706 
Four weeks in September ....... 2,907,953 3,725,686 4,542,289 
Five weeks in October........... 3,813,456 4,751, 349 5,751,645 
Week GF NOVOMDOP Tiacccccicissccs 717,029 881, 517 1,048,968 

ME. Aieinivecbusassseasuneenee 33,096,473 40,786,567 46,720,639 


COMMERCE DEPARTMENT REPORT 


Activities of the Bureau of Foreign and Domestic Com- 
merce of the Department of Commerce relating to transporta- 
tion are reviewed in the annual report of Frederick M. Feiker, 
director of the bureau, to the Secretary of Commerce, for the 
fiscal year ended June 30, 1931, made public November 16. 

“Intensive interest in reducing consumer cost has centered 
around our distribution system,” said Director Feiker. ‘During 
the year the transportation division engaged in several fact- 
finding studies to develop basic data relating to the various 
forms of transportation. 
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“A study on industrial traffic management was published. 
The widespread need for information on this important phase of 
distribution was amply illustrated by the sale of the publication, 
which approximated 20,000 copies. The Associated Traffic Clubs 
of America, which cooperated in securing the basic information 
from industries, purchased more than 10,000 copies for their 
members. 

“The inland waterway section, with the cooperation of the 
domestic commerce divisions, completed an economic survey of 
the Altamaha River system in Georgia. This study, based en- 
tirely on facts procured by field investigators from interested 
shippers, was undertaken at the request of the Board of Rivers 
and Harbors, War Department, and will be included in the 
Army Engineers’ report to Congress, relative to improvements 
of the Altamaha River system. Plans were made by the War 
Department and the Department of Commerce for the inland 
waterway section to undertake the economic survey of the 
Calumet River-Sag Channel project. 

“In conjunction with the Bureau of Public Roads of the 
Department of Agriculture, a field survey of motor freight trans- 
portation was started in February. Motor freight hauling firms 
in every state were interviewed by the field representatives of 
the two bureaus. The purpose of this study is to develop facts 
of an economic character, such as radius of haul, relation of 
various items of costs, efficiency of operation from the viewpoint 
of consistent loads and back hauls, etc., and information on road 
conditions in important trucking areas. 

“Advice to American exporters regarding packing and ship- 
ping continued to be an important phase of the division’s 
activities. In the domestic shipping field the division cooperated 
with the railways and express companies in a campaign to 
reduce transit wastes. It is interesting to note that last year’s 
loss and damage claims paid by the railways were lower than 
in any previous year since the records have been kept. 

“In its joint foreign port research work with the United 
States Shipping Board the division has collected information 
on over 300 foreign ports, which has been revised for the new 
directory of foreign bunkering stations. Additional information 
relative to charges against vessels calling for bunkers only has 
been added, and the directory, when published, will contain 
information of this nature on about 225 ports. Monographs 
covering 20 ports in Argentina, Uruguay and Brazil were about 
60 per cent completed and a monograph on the Baltic ports 
about 30 per cent completed at the end of the year.” 


SOUTH CAROLINA SAND RATES 

The Commission, in No. 22109, in the matter of rates on 
sand, gravel, crushed stone, etc., within the state of South 
Carolina, has modified its order, effective November 30, so 
that it shall not become effective until its further order. The 
order required the railroads to establish sand and gravel rates, 
intrastate in South Carolina, not later than November 30, on 
the interstate level, in accordance with joint and single-line 
scales prescribed in No. 17517, Georgia Sand and Gravel Case, 
133 i. ©. ©. Ue. 

South Carolina, thus far, has refused to put into effect on 
state business rates for joint-line hauls in accordance with the 
seale prescribed in the Georgia case. Its refusal resulted in the 
initiation of No. 22109. Modification of the order was sought by 
the South Carolina commission due to the fact that the federal 
body had reopened the Georgia case on the question whether 
there should be one or two scales and if only the single-line 
scale how much higher it should be to assure the railroads 
of as great revenue as would come to them under two scales. 
Commissioner Lewis and Examiners Waters are to begin hear- 
ings on the reopened case early in December. 


REVENUE TRAFFIC STATISTICS 


Passenger revenue of Class I railroads for the eight months 
ended with August totaled $391,051,980 as compared with $513,- 
186,077 for the corresponding period of 1930, and $49,051,562 for 
August as compared with $67,252,246 for August, 1930, accord- 
ing to revenue traffic statistics compiled from carrier reports 
by the Bureau of Statistics of the Commission. 

Revenue passengers totaled 410,914,000 in the eight months 
as against 481,362,000 for the 1930 period, and 49,700,000 in 
August as against 57,236,000 in August last year. Revenue a 
passenger mile averaged 2.548 cents in the eight months as 
against 2.734 cents in the 1930 period, and 2.361 cents in August 
as against 2.553 cents in August, 1930. 

* Freight revenue for the eight months aggregated $2,240,- 
640,108 as against $2,741,718,010 for the 1930 period, and $279,- 
675,965 for August as against $354,395,559 for August, 1930. 

Revenue tons carried for the eight months totaled 1,087,- 
716,000 as against 1,372,201,000 for the 1930 period, and 142,- 
735,000 for August as against 182,984,000 for August, 1930. 
Revenue a ton mile for the eight months averaged 1.058 cents 
as against 1.064 cents for the 1930 period, and 1.041 cents for 
August against the same average for August, 1930. 
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Questions and Answers 


N this column will be annwered questions of both legal and practical 
mature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire te take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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CORRECTION.—The first citation in our answer to “Ohio,” 
on page 246 of The Traffic World of August 1, 1931, under the 
caption, ‘“Reconsignment-—Liability of Carrier for Failure to Act 
on Shipper’s Reconsigning Instructions,’ should read “Humble 
Oil & Refining Co. vs. N. Y. C. R. Co., 93 I. C. C. 331.” 


Tariff Interpretation—General Exception Does Not Require 
Cross-Reference 


Oregon.—Question: On December 3, 1930, we shipped a car 
of newsprint and wrapping paper from Oregon City, Ore., lo- 
cated on Southern Pacific tracks, to Lubbock, Tex., routed 
Southern Pacific, Ogden and Union Pacific, Denver, and the 
Santa Fe; but failed to show on the bill of lading the rate of 
87 cents, which we intended should be the rate applicable to the 
shipment. 

On May 25, 1931 (more than six months after the movement 
was completed), the carriers presented a freight bill for $274.97, 
undercharge on account of error, claiming the rate of 87 cents 
applied only on shipments routed by the Portland Gateway. 

Portland and Ogden are both established gateways to trans- 
continental territory, and in the absence of any restriction the 
rates are considered applicable by either gateway. 

In checking the tariffs for rates and routings, we do not 
find any reference in either the Territorial Directory or in 
items 2892 Series, Tariff 2-Z, which was in effect at that time, 
that restricts the routing of this shipment to the Portland Gate- 
way. 

It is our contention that either the Territorial Directory 
or the item carrying the rate should be cross-referenced to any 
exception to the general application of the tariff. 

Item 274 of Tariff 2-Z does mention the points to which 
the rates apply when routed through Ogden Gateway, but 
there is no reference made under item 2892 to item 274. 

There is also item 103, governing the application of rates 
to points on the Santa Fe, El Paso and North, which states that 
rates apply only in connection with the Santa Fe when traffic 
is delivered to that road at Colorado Junction. 

Inasmuch as no reference is made to either of these items 
—103 or 274—we believe that item 103 is as much our authority 
for routing via Ogden as is item 274, restricting the routing to 
the Portland Gateway. 

We believe that the tariff rules of the Interstate Commerce 
Commission reveal that a special rule effecting a particular 
item or rate must be specifically referred to in such item or in 
connection with such rate, which makes it clear that item 274 
should have been specifically referenced under item 2892 as a 
guard against a misapplication of the rate and routing. 

We cannot agree with the carriers as to the legality of their 
claim .for undercharge and will appreciate your comments in 
this connection. 

Answer: In Berry Brothers vs. C. & N. W. Ry. Co., 61 
I. C. C. 405, a similar question was before the Commission. In 
this case the Commission said: 


Complainant’s main contention is that a joint commodity rate of 
24.7 cents was applicable, as the item carrying that rate via Mackinaw 
City contained no reference to any exception which would eliminate 
its application in connection with the North Western. Defendants 
contend that the combination rate applied because of a general ex- 
ception in the tariff which stated specifically that no joint rates 
would apply in connection with the North Western via Mackinaw 
City and certain other points. They further contend that a tariff 
must be considered in its entirety and that any particular item is 
subject to all general rules restricting routing and application of 
rates. The item carrying the general exception did not require a 
reference thereto to make it applicable throughout the tariff. 

_ We find that the item carrying the through rate via Mackinaw 
City was limited by the general exception and was not applicable 
to the shipments as routed. We further find that the applicable rates 
were the lowest combination in effect over the route of movement and 
that they were not and are not unreasonable. 


Freight Charges—Liability of Consignor 
If a shipper makes a shipment and 


Michigan.—Question: 
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fails to mark his bill of lading “no recourse,” can he be held 
liable for the payment of freight charges? 

Answer: In the decision of the Supreme Court of the United 
States in L. & N. R. Co. vs. Central Iron & Coal Co., 265 U. S. 
59, 44 S. Ct. Rep. 441, there are numerous expressions which 
seem to point to the conclusion that the consignor can be held 
for an undercharge, unless it appears from the bill of lading 
or otherwise that the carrier did not intend to look to the 
consignor for its charges. 

As the court points out, the consignor may, under the pro- 
visions of section 7 of conditions and clause on the face of the 
bill of lading, relieve himself of all liability for freight charges. 

There has been no decision of the Supreme Court which is 
directly in point; that is, one which decides definitely that a 
bill of lading which names one party as the consignee and 
another party as the consignor and in which the no recourse 
provision has not been executed, does or does not release the 
consignor from liability for all or any part of the charges, if 
the goods are delivered to the consignee without the collection 
of the full amount of the freight charges. There are, however, 
decisions of the state courts and the federal courts, other than 
the Supreme Court of the United States, which hold the con- 
signor liable in any event. See Western Maryland Ry. Co. vs 
Cross, 123 S. E. 572; Mellon vs. Stockton & Lampkin, 30 S. W. 
(2d) 974; United States vs. United States Steel Prod. Co. 22 Fed. 
(2d), 547; Maryland Casualty Co. vs. Ohio River Gravel Co., 
20 Fed. (2d) 514. 


Routing and Misrouting—Carrier Not Required to Turn Shipment 
Over to Competing Line 


Oklahoma.—Question: We shipped a car of oil from one 
of our plants, which was served by the X and Y railroads, to 
a point to which the rate is based on a short line mileage. 

We tendered the car to the X railroad with the correct 
freight rate inserted in the bill of lading, but upon checking 
the mileage correctly we find that the short line mileage applies 
only by the Y railroad. 

Inasmuch as the agent for the X railroad did not notify 
us of their inability to protect the low rate and accepted the 
bill of lading with the low rate- inserted, are they not liable 
for the difference between the correct rate and the rate as- 
sessed? 

Answer: In McLean Lumber Co. vs. L. & N. R. R. Co., 22 
I. C. C. 349, the Commission held that the initial carrier is 
under no obligation to turn over to a competing line shipments 
delivered to it upon bills of lading containing routing instruc- 
tions and a rate applicable only over other lines to which the 
consignor might have given the shipments, and that it is not 
chargeable with misrouting when the shipments are forwarded 
over the cheapest available route affording it the line haul. 

Therefore, unless there is a route to which Carrier X is a 
party and via which route a cheaper rate applies than that 
applicable via the route over which the shipment moved, there 
was no misrouting on the part of Carrier X in forwarding the 
shipment via its line to destination, notwithstanding the fact 
that the rate applicable via Carrier Y was shown in the bill 
of lading. See, in this connection, Metamora Elevator Co. vs. 
C. H. & D. Ry. Co., 160 I. C. C. 491, and St. Louis Cooperage 
Co. vs. B. & O. R. R. Co., 161 I. C. C. 259 


Tariff Interpretation—Application of Intermediate 
Absence of Term “On Same Line” 


West Virginia.—Question: Will you please advise if our in- 
terpretation of the following intermediate rule igs proper? 


Rule in 


Except as otherwise provided for herein, to any station of des- 
tination to which specific rates are not named, which station is 
located directly between two stations of destination to which dif- 
ferent rates are named, the rates will be the same as to the one 
of the two stations between which it is directly located to which 
higher rates are named. 


In using the above intermediate rule, is it necessary that 
the destination be located between two stations on the same 
railroad? 

We have in mind, a destination that is located between two 
points to which different rates are named. However, the rated 
point beyond is located on a different railroad, but there is a 
physical connection with the different railroad on a _ route 
through the intermediate point. We think the intermediate 
point should be protected, regardless of whether the rated points 
are located on one railroad or not. 

Answer: It seems apparent from the decision of the Com- 
mission in American Radiator Co. vs. D. & T. S. R. R. Co., 115 
I. C. C. 529, that, in the absence of the words “on the same line” 
in the intermediate rule, the rule is not so limited as to prevent 
the application of the rate to the more distant point which is 
located on a carrier other than that on which the intermediate 
point is located. 
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Routing and Misrouting—Incomplete Routing by Shipper—Duty 
of Carrier 


Minnesota.—Question: On June 10, 1930, a shipment for 
St. Paul,, Minn., was delivered to Erie Railroad at Johnson City, 
N. Y., routed Erie c/o Northern Pacific. Shipment moved all-rail 
Erie c/o Chicago, Milwaukee, St. Paul & Pacific, at Chicago, 
and freight charges were collected based on rate published in 
Trunk Line Tariff 37, I. C. C. A-259. 

The Northern Pacific is not a party to this tariff, nor is 
there any all-rail route from Johnson City, via the Erie in 
connection with the Northern Pacific. There is, however, a 
rate published in Trunk Line Tariff 42, I. C. C. A-172, from 
Johnson City to St. Paul, applicable via the Erie and Northern 
Pacific with the Great Lakes Transit Corp. or the Minnesota 
Atlantic Transit Corp. as intermediate carriers. 

Was shipment misrouted? 

Answer: Where the route specified by the shipper in the 
bill of lading is incomplete it is the duty of the initial carrier 
to obtain complete routing instructions or to route the shipment 
over the cheapest route consistent with the routing instructions 
furnished. Dann-Gerow vs. A. C. L. R. Co., 142 I. C. C. 356; 
Williams & Sons vs. A. C. L. R. Co., 160 I. C. C. 631. 


Where a shipment moves over a route via which the rate is 
cheaper than that applicable via the route specified by the 
shipper in the bill of lading, there is no misrouting on the part 
of the carrier in not forwarding the shipment over the cheapest 
available route. North Western Traffic & Service Bureau vs. 
Mo. Pac. R. Co., 73 I. C. C. 471. In this case the Commission 
said: 

Damages for misrouting are measured by the extent to which the 
charges collected exceedeg@ those which would have accrued via the 
route directed by the shipper or which the carrier should have used 
in the absence of any instructions. In the case at bar, the shipment 


moved over a less expensive route, and it appears that the consignee, 
instead of being damaged by the misrouting, was actually benefited. 


Liability of Initial Carrier for Loss of or Injury to Goods Moving 
on Through Export Bill of Lading 


Alabama.—Question: There was shipped from an Alabama 
mine to an inland point in Cuba a car of coke on a through 
export bill of lading issued by the Frisco Railroad. There was 
considerable loss in transit and investigation fails to develop 
whether the loss occurred up to New Orleans, while in posses- 
sion of the Overseas Railway or the rail carrier in Cuba. 

The Frisco Railroad admits there was a loss and is agree- 
able to settling the claim, but the Overseas Railway, operating 
from New Orleans to Havana, and the inland Cuban rail carrier 
will not agree to assume any proportion of the claim, therefore, 
the Frisco is only willing to pay what it considers to be its 
fair proportion, based more or less upon a revenue pro rate. 

We would like to know whether the Frisco Railroad is 
liable for the full amount of the claim in view of the fact that 
they issued a through export bill of lading. On domestic traffic, 
it is our understanding of the decisions of the Commission and 
the rulings of the courts, that where a through bill of lading is 
executed, the initial carrier is liable, and we would like to know 
whether this same liability would attach to the initial carrier 
under an export shipment moving on a through bill of lading. 

Answer: While under the provisions of section 20 of the 
interstate commerce act the initial carrier may be held liable 
for loss of or injury to goods even though not occurring on its 
line where the movement is between two points within the 
United States, the initial carrier cannot be held liable to this 
extent where the shipment is moving on a through export Dill 
of lading to a non-adjacent foreign country. See Mo. Pac. R. 
Co. vs. Porter, 273 U. S. 341, 47 S. Ct. Rep. 383. 


Routing and Misrouting—No Misrouting Where Route and Term 
“Prepayment” but Not Amount of Prepayment Shown in Bill 
of Lading 


Kentucky.—Question: On May 28, 1931, we shipped a car 
of print butter, 21,000 pounds, from Jackson, Miss., to Savannah, 
Ga., with notation on bill of lading, “Stop car at Augusta for 
partial unloading.” Car was routed Illinois Central-Southern 
Georgia-Central of Georgia, and the Illinois Central rendered 
their bill for prepay shipment on the basis of $1.10 rate, plus 
$5.85 stop-off charge. 

Two or three weeks after the car moved the Illinois Central 
rendered due bill, advising that the rate was not applicable via 
Augusta and the Central of Georgia Railroad and that the cor- 
rect rate was $1.18 to Augusta, 59 cents beyond, or total of $1.77 
instead of $1.10 as prepaid. So far we have not paid this cor- 
rected prepaid freight bill. 

The bill of lading carried routing with no rate inserted, 
but was marked “To be Prepaid.” The originating line pre- 
sented bill to shipper for freight, which was paid. After car 
arrived at destination the delivering carrier set up charges, 
claiming lowest rate was not applicable via route specified in 
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bill of 
$141.34. 

We contend that bill of lading being marked “To be pre- 
pajd” made it obligatory on initial carrier to at least waybill 
car at rate applying over route specified. If this had been done, 
we would have immediately authorized originating line to divert 
car over route via which lowest rate applied, thus avoiding this 
difficulty. We contend, therefore, that this is a railroad error 
and charge should be canceled. 

Would appreciate very much having your view on the above 
and also cite similar cases which have been ruled upon by the 
Interstate Commerce Commission. 

Answer: Under the decision of the Commission in the 
Goldfield Cases, 34 I. C. C. 360, there was no misrouting of the 
shipment in the present instance. In this case the Commission 
held that where the bill of lading carried routing instructions 
and the word “prepaid” but showed neither the rate nor the 
amount of charges on the shipment, there were no conflicting 
instructions in the bill of lading and, therefore, no misrouting 
of the shipment by the carrier in forwarding the shipment in 
accordance with the routing instructions. 

In this case the complainant contended that it was the duty 
of the carrier’s agent to advise the shipper presenting the bill 
of lading with the routing instructions shown therein that if 
these instructions were to be complied with a higher rate would 
obtain that might be had by using other routes; that it was 
the duty of the carrier’s agent to have inserted in the bill of 
lading the amount of the freight charges shippers were expected 
to pay in advance of the forwarding of the shipment, and that 
had this been done immediate notice would have been given 
that a higher freight rate would be assessed by this route and 
the shipper would have had an opportunity to express his option 
of routes. The Commission, however, as stated, held there was 
no misrouting on the part of the carrier. 


lading and presented undercharge bill in amount of 


Tariff Interpretation—State Vs. Interstate Traffic 


Tennessee.—Question: I. and S. Docket 3613 suspends in- 
terstate rates on tar and pitch until January 9, 1932, leaving 
intrastate rates in effect, which are twelfth class rates, as shown 
in Exceptions 9 to Southern Classification. 

Supplement 30 to Consolidated Freight Classification gives 
this commodity tenth class on interstate movements. 

We purchased a tank car of coal tar from a certain concern 
in Bristol, Tenn., which is located on the Tennessee side of the 
city. This shipment moving from Bristol to Kingsport through 
Johnson City is intrastate so far as actual movement is con- 
cerned. However, the Clinchfield Railroad tell us that since 
Bristol is a Virginia city this movement is interstate and takes 
a tenth class rate of 12 cents instead of twelfth class of 9 cents. 

Bristol, you understand, is shown in practically every in- 
stance as Bristol, Va.-Tenn., showing the city as much in one 
state as another. 

We will appreciate your comments on this subject. 

Answer: In our opinion, the shipment in question was an in- 
trastate shipment in that it moved between two points in the 
state of Tennessee, the fact that the city of Bristol is located 
in the state of Virginia as well as the state of Tennessee, not 
making the shipment an interstate movement if, in fact, the 
shipment moved entirely within the state of Tennessee. It is 
otherwise, however, if the shipment moved through another 
state during the course of transportation from origin to des- 
tination. 


Damages—Measure of—Effect of Crail Decision 


Florida.—Question: We recently made shipment of lumber 
by water from Jacksonville to New York, same arrived with 
part of it badly damaged, requiring the purchasing in the open 
market of a sufficient amount to replace the worthless damaged 
lumber. 

The original invoice price of the lumber shipped was $50 
per thousand feet and $31 per thousand feet; the 1,997 feet it 
Was necessary to purchase cost $70 and $50 per thousand feet, 
respectively. 

We filed claim against the steamhsip company for the small 
lot purchased to complete the original shipment by customer, 
also for the cost of cutting back and trimming some other 
damaged lumber in the shipment. 

The steamship company has returned the claim to us, de- 
clining to stand the extra cost of the small amount we were 
forced to buy in New York. 

We cited them to Crail vs. Illinois Central Ry., 21 Fed. 
(2d) 836, where a shipment of coal carload reached destination— 
Minneapolis from Royalton, Ill., short 5,500 pounds, which the 
customer purchased at $9.70 per ton, to complete the original 
amount, although the invoice price of the original shipment 
was $5.75 per ton. The U. S. Circuit Court of Appeals, Eighth 
District, Judge Sanborn, held the carrier liable for the 5,500 
pounds at $9.70 per ton. 
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They claim the United States Supreme Court, in a decision 
handed down February 24, 1930, held the carrier was liable only 
for the wholesale market value on part of cargo of coal lost in 
transit, and not liable for the retail price at destination. 

Please advise us relative to the soundness of our claim, with 
citations. 

Answer: In the McCaull-Dinsmore case, 253 U. S. 97, 40 
S. Ct. Rep.. 504, the Supreme Court of the United States held 
that the provisions formerly carried in the carrier’s bill of lading 
which provided that the amount of any loss or damage for 
which any carrier is liable should be computed on the basis 
of the value of the property at the time and place of shipment, 
including freight charges, if paid, to be a limitation upon a 
carrier’s liability and therefore contrary to the Cummins amend- 
ment, and in effect stated that the measure of damages was 
the actual loss caused by the breach of contract of carriage, 
which loss is what the shipper would have had if the contract 
had been performed. Where goods are lost or destroyed the 
carrier is liable, as a rule, for their value at place of destination 
at the time they should have been delivered, with interest 
thereon from that time, less the unpaid cost of transportation. 

The courts have found it necessary to employ various 
methods or to admit testimony of various sorts tending to prove 
what in a given case is the market value of the article at its 
destination. See the decisions in Heidritter Lumber Co. vs. 
C. R. R. of N. J., 122 Atl. 691; Brown Coal Co. vs. Ill. Cent. 
R. R. Co., 192 N. W. 920; American Railway Express Co. vs. 
Parisian Hat Co., 240 S. W. 947; Smith vs. N. Y. O. & W. R. R. 
Co., 195 N. Y. S. 521. 

While the destination value is the measure of damages for 
loss of, injury or delay to goods, there is no uniform basis or 
method for arriving thereat. Each case must be determined by 
taking into consideration the circumstances surrounding the 
purchase, sale and transportation of the goods, such as, for in- 
stance, whether it was necessary to replace the goods at des- 
tination in order to fill a contract of sale or whether the con- 
signee has lost a sale because of the non-delivery of the goods 
or has earned a retail profit by a contract of resale. 

Unless one of these or similar elements are present re- 
covery of the retail selling price at destination cannot be had, 
the Crail case limiting damages to the wholesale price, in which 
price, under the circumstances of that case, is included the 
expense of procuring delivery at destination. In other words, 
a shipper cannot recover profits he has not lost or expenses he 
has not incurred. 

Presumably it was necessary for the consignee to purchase 
in the open market goods to replace those damaged in the course 
of transportation. If so, it would appear from the statements 
of the court in the Crail case that this replacement cost may 
be recovered. 

The case to which you have been referred is evidently the 
Crail case, as the decision therein was rendered on February 
24, 1930. 

State vs. Interstate Traffic 


California.—Question: What is the status in regards to the 
interstate versus the intrastate character of a less-than-carload 
moving as follows: 

A merchant in X, Calif., places an order with John Doe of 
New York City, N. Y., for a shipment of clothing, requesting 
that same be forwarded via a forwarding company that handles 
shipments of this nature. The forwarding company has through 
cars to San Francisco, but none to X, Calif. The bill of lading 
covering such shipment shows in the body of same the mer- 
chant’s name and address in X. This shipment is billed by the 
forwarding company to break bulk at San Francisco, Calif. Upon 
arrival at San Francisco the shipment is rebilled to X by an- 
other carrier foreign in all respects to the initial carrier. 

Does the movement from San Francisco to X change the 
character of the shipment from interstate to intrastate? 

Answer: Where there is an original and continuing intent 
that the goods shall move through from point of origin to an 
interstate destination or to a foreign destination, the transporta- 
tion is interstate cr foreign commerce in character. B. & O. 
S. W. R. R. Co. vs. Settle, 260 U. S. 166, 43 S. Ct. Rep. 28. In 
this case the court said: 


If the intention with which the shipment was made had been, 
actually in issue, the fact that possession of the cars was taken 
by the shipper at Oakley, and that they were not rebilled for several 
days, would have justified the jury in finding that it was originally 
the intention to end the movement at Oakley and that the rebilling 
to Madisonville was an afterthought. But the defendant Clephane 
admitted at the trial that it was intended from the beginning that 
he cars should go to Madisonville; and this fact was assumed in the 
instructions complained of. In other words, Madisonville was at 
all times the destination of the cars; Oakley was to be merely an 
intermediate stopping place; and the original intention persisted in 
was carried out. That the interstate journey might end at Oakley 
was never more than a possibility. Under these circumstances, the 
intention as it was carried out determined, as matter of law, the 
essential nature of the movement; and hence that the movement 
through to Madisonville was an interstate shipment. For neither 
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through billing, uninterrupted movement, continuous possession by 
~ — or unbroken bulk, is an essential of a through interstate 
shipment. 


It is not the method of transportation but the continuity of 
the movement from a point in one state to a point in another 
state which determines whether traffic is interstate. See Hughes 
Brothers Lumber Co. vs: Minnesota, 272 U. S. 469,.47 S. Ct. Rep. 
170. In this case the court said: 


The conclusion in cases like this must be determined from the 
various circumstances. Mere intention by the owner ultimately to 
send the logs out of the state does not put them in interstate com- 
merce, nor does preparatory gathering, for that purpose, at a depot. 
It must appear that the movement for another state has actually 
begun and is going on. Solution is easy when the shipment has been 
delivered to a carrier for a destination in another state. It is much 
more difficult when the owner retains complete control of the trans- 
portation and can change his mind and divert the delivery from 
the intended interstate destination, as in the Champlain Company 
case. The character of the shipment in such a case depends upon 
all the evidential circumstances looking to what the owner has done 
in the preparation for the journey and in carrying it out. The mere 
power of the owner to divert the shipment already started does not 
take it out of interstate commerce, if the other facts show that the 
journey has already begun in good faith and temporary interruption 
of the passage is reasonable and in furtherance of the intended trans- 
portation, as in the Champlain Company case. Here the case is even 
stronger in that the owner and initiator of the journey could not by 
his contract divert the logs after they had started from Swamp 
River without a breach of contract made by him with his vendee, 
who, by the agreement of sale, divided with him the responsibility 
for the continuous interstate transportation. 


Tariff Interpretation—Rating Application on Unpacked Air- 
planes L. C. L. 
District of Columbia.—Question: Three shipments of 


knocked down airplanes and parts, weight 6,472 pounds, 6,636 
pounds and 6,636 pounds, respectively, racked in cars, without 
packing, from Buffalo, N. Y., to Quantico, Va. Forty-foot cars 
were ordered and loaded to full visible capacity and tendered 
to carrier as carload shipments. The charges were settled with 
the carrier on the carload rate and minimum weight 11,200 
pounds, povided for 40 foot cars by Rule 34 of the Consolidated 
Classification. 

“A” says that in accordance with Note 2, Page 72, Item 31, 
Consolidated Classification, the less carload basis provided for 
airplanes and parts in boxes or crates, if cheaper than carload 
is the correct basis for settlement, claiming that because cars 
were loaded to full capacity Section 1, Rule 15 of the Classifica- 
tion is applicable, and that even though Note 2 provides that 
carload shipments should be charged for, the carload charges, 
when car is fully loaded, are restricted to those that accrue on 
the same load of freight if taken as a less carload shipment. 

“B” claims that the settlement as made with the carrier 
on the carload basis is correct, not disputing that Section 1 
of Rule 15 is applicable, but that there is no less carload rate 
on airplanes and parts without packing unless the penalty rule 
No. 5 of the Classification is resorted to, which would make 
the charges higher than the settlement as made. 

Will you kindly advise which is the correct basis of settle- 
ment. 

Answer: One of the familiar rules of interpretation of 
courts and other tribunals for divining the meaning of a written 
provision susceptible of varying interpretations is that each 
rule or provision must be given reasonable rather than unreason- 
able effect; that it must be read as being designed to accom- 
plish something rather than as having no effect. 

The purpose of Note 2 is to avoid applying to unpacked 
shipments of airplanes and less-than-carload rate applicable to 
packed planes and parts, and to impose a higher charge, i. e., 
the carload charge on such shipments. It is true that Note 2 
did not, prior to Supplement 24 to the Classification, contain 
the phrase, “Not subject to Section 1, Rule 15,” but if we were 
to read Note 2 as not only subjecting the shipment to the car- 
load charge, but also to the maximum charge of Rule 15, ap- 
plicable to carload shipments, we would be subjecting such 
carload charge to the very charge, which Note 2 seeks to avoid, 
and we would thus get back to where we started and Note 2 
would serve no purpose. 

In Brownell & Field Co. vs. N. Y. N. H. & H. R. R. Co., 120 
I. C. C. 229, and 132 I. C. C. 599, the Commission had before it 
the question of the reasonableness of the application of the 
carload rate to a shipment of fiberboard cans to the extent that 
the charge exceeded the less-than-carload rate and actual weight 
under the provisions of Rule 5 of the Classification, the Com- 
mission holding that the charges were unreasonable to the 
extent that they exceeded charges based on the applicable rate 
and the less carload weight applicable to the cans comprised in 
the shipment when in boxes or crates This finding, however, 
relates to the unreasonableness of the rate and not the applic- 
ability of the charges assessed on the shipment, and in our 
opinion, the case has no bearing on the applicability of the 
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carload rating assessed on the shipments involved in your 
question. 


Tariff Interpretation—Application of Intermediate Rule— 


Directly Intermediate 


Wisconsin.—Question: We recently shipped a car of 
plumbers’ goods to Atlanta, Georgia, and routed same via C. & 
N. W., C. E. & I, C. N. O. & T. P. Ry. to Chattanooga, Tenn., 
then Southern Ry., to Atlanta. A rate of 85c per cwt. was 
shown on the bill of lading. 

Referring to Item 1100-C, page 144, Sup 16, B. T. Jones’ 
Tariff 107 DD, which names a rate of 85c per cwt. on plumbers’ 
goods from Milwaukee to Birmingham, Ala., showing the route 
via Cincinnati or Louisville Gateway—C. N. O. & T. P. Ry., A. 
G. S. or Southern Ry. 

By using the C. N. O. & T. P. to Chattanooga, thence Southern 
Ry. to Birmingham, the car could travel through Atlanta, 
inasmuch as the tariff does not provide any junction points 
through which the shipment must move. Therefore, Atlanta 
would be intermediate to Birmingham, Ala., and the rate of 85c 
per cwt, could be applied. 

Please advise your interpretation of this. 

Answer: In our opinion Atlanta, Ga., is not intermediate to 
Birmingham, Ala., under the application of the intermediate 
rule provided for in Agent Jones’ Tariff I. C. C. 2297, and 
therefore the rate of 85c per 100 pounds published in Item 
1100-C of the above tariff on plumbers’ goods, carloads, from 
Milwaukee, Wis., to Birmingham, Ala., is not applicable to 
Atlanta, Ga., under the routing provided for in Note 1, referred 
to in Item 1100-C. 

The route of the Southern Railway from Chattanooga to 
Birmingham, Ala., is through Austell, Ga., Atlanta not being 
intermediate between these points over this route. 


Tariff Interpretatidn—Application of Combination Rule 

North Carolina.—Question: During November, 1928, a car 
of common lumber was shipped from Alabama City, Ala., to 
High Point, N. C., via L. & N., Wellington, S. A. L. Wadesboro, 
W. S. S., High Rock, H. P. T. & D. No through rate was in 
effect via this route and a combination rate of 44c per hundred 
pounds was assessed, arrived at by the use of the rate from 
Alabama City to Wadesboro, carried in Agent Glenn’s I. C. C. 
A-361, plus rate in W. 3. S. Tariff, I. C. C. 312, from Wadesboro 
to High Rock, plus the local rate of 7c per hundred pounds 
from High Rock to High Point, published in H. P. T. & D., I. 
C. C. No. 28. 

Jones’ U. S. 1 was applied to these factors as it is our 
understanding that where no through rates are published Jones’ 
U. S. 1 is properly applicable in making a combination rate. 

Answer: Agent Glenn’s Tariff, I. C. C. No. A-361, in Note 
16, page 4, provides that except as otherwise indicated the 
rates named on commodities therein are subject to rules for 
constructing combinatibn as provided in Agent W. J. Kelley’s 
Freight Tariff No. 228, I. C. C. No. U. S. 1, supplements thereto 
or reissues thereof. 

Under this provision the through rate should be constructed 
in accordance with the basis provided in the Combination Rule 
Tariff, regardless of whether or not cross-reference is made to 
the combination tariff in the other tariffs publishing the factors 
to and beyond High Rock. 

Under the decisions of the Commission in Sligo Iron Store 
Co. vs. Western Maryland Ry. Co., 73 I. C. C. 551, and Tuffli 
Bros. P. I. & C. Co. vs. Western Maryland Ry. Co., 126 I. C. C. 
737, and numerous other cases to the same effect, the cross- 
reference to Agent Jones’ Tariff I. C. C. U. S. 1, in one or more 
of the tariffs containing the factors of a combination rate, is a 
holding out of a manner of making combination rates on through 
shipments by the carrier in whose tariff reference to the rule 
is carried, which that ‘carrier must protect. 


Liability of Carrier for Destruction of Goods in Train Used as 
Ballast for Preventing Washout of Bridge 


Connecticut.—Question: A carload shipment moved from a 
point we will designate as “A,” to a point we will designate 
to hg 

While this car was in train en route from “A” to “B,” heavy 
rains caused a flood in a river over which it was necessary 
for the train to pass, and, when the train neared that point, the 
flood had reached such proportions that the bridge was in 
danger of being washed away. The carrier, endeavoring to 
save the structure, ran the train on to the bridge for ballast. 
The cars were submerged and the contents of the particular 
car in question were completely destroyed. 

Can you advise us if the carrier is liable for the damage 
done to the material in the car? 

Answer: The general rule as to the common Carrier liability 
with respect to the zoods in his possession as carrier, and 
regardless of any contractural exceptions, is that he is liable 
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for all loss or destruction of or injury to such goods, not occa- 
sioned by the act of God or of the public enemy. Therefore, 
where the loss is not due to an excepted cause proof of negli- 
gence is immaterial, and the carrier can not escape liability 
by proving reasonable care and diligence. However, in the 
fuller development of the rule of carrier’s liability it has been 
held that he is not liable for loss or damage due to intrinsic 
quality of the goods carried, or the act or fault of the shipper; 
and therefore the rule might now be more fully stated as being 
that the common carrier is liable for all loss or damage not due 
to the act of God or the public enemy, the inherent nature or 
quality of the goods, or the act or fault of the owner or shipper, 
it being understood that as to all of these excepted causes, the 
carrier may be liable by reason of his own negligence or that 
of his agents, servants, or employes. 

In the instant case the destruction of the goods was not 
the result of one of the excepted causes, but resulted from the 
conversion of the goods by the carrier to its own use in en- 
deavoring to save the bridge by using the cars in the train and 
their contents as ballast. 

In our opinion the carrier is liable for the value of the 
goods. 


Limitation of Actions—Recovery by Carrier of Amount Erron- 
eously Refunded as Overcharge 


Missouri.—Question: We have a similar case as that which 
was under discussion in your answers to Kentucky, page 793, 
and Michigan, page 795, your issue of March 28, 1931, under the 
above caption. 


A shipment moved in January 1928. Claim for overcharge 
filed and paid in October 1928, and carriers are now endeavoring 
to effect re-collection of this refund. 


The case of T. M. Partridge Lumber Company vs. Mich- 
igan Cetral Railroad Company, 26 Fed. (2d) 615, we understand 
was dismissed by the federal court for lack of jurisdiction. 
Please advise the final outcome of this case or if, in your 
opinion, the carrier can re-collect an item of this nature. We 
have been threatened with suit for recovery of these charges, 
but the amount involved would not warrant our defending such 
a case through any prolonged litigation. 


Answer: In T. M. Partridge Lumber Co. vs. Michigan Cen- 
tral Railroad, 26 Fed. (2d) 615, the circuit court of appeals held 
that the action of the carrier for the recovery of an amount 
erroneously refunded as an overcharge was not an action for 
the recovery of charges, but an action on implied contract to 
refund money paid through error. It held that the three-year 
period of limitation provided for in paragraph 3 of section 16 
of the interstate commerce act had no application to the action; 
that it was not a suit or proceeding arising under any law regu- 
lating commerce or within any other class of suits of which 
the federal district courts have original jurisdiction, and for 
this reason it should have been dismissed by the trial court. 


If the law has been correctly stated in the above referred 
to decision, the periods of limitation of the several states govern 
such an action and they run from the date the amount was 
erroneously refunded. 

However, following the decision above mentioned, the 
Michigan Central Railroad brought suit against T. M. Partridge 
Lumber Company in the district court of the state of Minnesota 
and that court held that the suit was really one to collect 
charges “in respect of a shipment of property” and was, there- 
fore, barred by the three-year statutory period of limitation, 
and dismissed the case. From this decision, we understand, 
the Michigan Central has not appealed. 

See, also, V. S. & P. Ry. Co. vs. Paup, 47 Fed. (2d) 1069, 
holding that a railway company’s action against shippers for 
local inbound charges erroneously refunded is governed by the 
federal three-year statue of limitations. 

The Supreme Court of the United States may eventually 
hold that Congress probably had in mind the settlement of 
freight charges within the periods specified in paragraph 3, of 
Section 16, and the prevention of subsequent litigation which, 
though based indisputably upon a new cause of action, had as 
its subject matter the original freight charge transaction, and 
decide that such suits are barred by this statute. The common 
law rule is, however, that whenever money is paid upon the 
representation of the receiver that he has a certain right when 
in fact he has no such right, and the money remains in equity 
and good conscience the property of the payer, it is recoverable 
as money had and received to his use, and that his action 
accrues, and the statute of limitations begins to run, immedi- 
ately upon the erroneous payment. See Leather Manufacturers 
Bank vs. Merchants’ Bank, 128 U. S. 26, 9 S. Ct. Rep. 3. In 
Morris vs. McDonald, 245 S. W. 905, the seller and buyer of a 
piece of land thought it contained a certain number of acres, 
and the buyer paid for that many, whereas the tract contained 
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a fewer number and the buyer sued for the excess payment. 
The court said: 


This court in several cases has ruled that the right to relief 
from a deficit is based on an implied promise to refund money paid 
by mistake. This cause of action is not based upon a contract of 
sale of the land, nor for misrepresentations, nor to reform the deed, 
but is it based upon the implied contract to refund the money which 
was paid as a result of the mutual mistake. 


It held the statue governing actions for money had and 
received, and not the statue covering contracts for the sale of 
land, governed the suit. 








Doings of the Traffic Clubs 





The annual banquet of the Transportation Division of the 
Hartford (Conn.) Chamber of Commerce will be held at the 
Hotel Bond February 11. 





The Rev. A. W. Wisehart, Fountain Street Baptist Church, 
will be the principal speaker at the eighteenth annual banquet 
of the Grand Rapids Transportation Club at the Pantlind Hotel 
December 10. Paul Beereboom, president of the club, will make 
an address of welcome, and Harry Kelley, American Seating 
Company, will be toastmaster. There will be a program of 
entertainment. 





Pyke Johnson will discuss transportation from the view- 
point of the highway operator at the next meeting of the Bir- 
mingham Traffic and Transportation Club, at the Thomas Jef- 
ferson Hotel, November 23. 





The Bridgeport Traffic Association will hold a dinner meet- 
ing at the University Club November 23. Norris W. Ford, 
traffic manager, Manufacturers’ Association of Connecticut, will 
speak on “Recent Class Rate Adjustments.” 





Clarence E. Tinney, district freight agent, Pennsylvania 
Railroad, recently elected president of the Traffic Club of 
Newark, N. J., was born in Youngs- 
town, Ohio, and began his railroad 
career as a clerk in the office of the 
auditor of freight accounts. He served 
in various capacities and resigned to 
enter the service of the Central New 
York Car Demurrage Bureau as a 
clerk and later as an inspector. At the 
dissolution of the bureau he entered 
the service of the New York Central as 
secretary to the division freight agent 
at Albany, N. Y., and later became 
assistant to the industrial agent of the 
D. and H. Company, resigning in 
March, 1912, to accept a position as 
clerk in the freight traffic department 
of the Pennsylvania. He was appointed 
a freight representative Dec. 1, 1916, 
and assigned to duties in West Morris- 
ville Yard, Pa., as an expediter, later 
being transferred to Greenville Piers, 
N. J. On October 1, 1917 he was appointed foreign freight rep- 
resentative at New York and was assigned to the position of 
contact representative with the British Ministry of Shipping. 
During the period of federal control he was furloughed to the 
U. S. Railroad Administration and served the general operating 
committee in New York as chief of the delinquent bureau. He 
returned to the Pennsylvania Sept. 1, 1920, and acted as foreign 
freight representative at New York, being transferred, Novem- 
ber 1, 1921, to Philadelphia, where he supervised the handling 
of ex-lake export grain. He was appointed district freight agent 
at Albany, N. Y., June 15, 1922, and chief clerk to the D. F. A. 
at Philadelphia, Jan. 1, 1926. On Nov. 1, 1926, he was appointed 
district freight agent at Newark, N. J. He is also president of 
the Newark Railroad Club. 





The Traffic Club of Pittsburgh presented a scholarship for 
a course in transportation at the University of Pittsburgh to 
Thomas G. Early, a Yale graduate, and a native of Fargo, N. D., 
at its bi-monthly luncheon meeting in the Keystone Athletic 
Club last week. The scholarship was the first of two to be 
awarded this year by the club, and was presented to Mr. Early 
by R. H. Flinn, general superintendent of the western Pennsyl- 
vania division of the Pennsylvania Railroad, who is chairman 
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of the provident committee of the traffic group. W. S. Guy, 
traffic manager of the Carnegie Steel Company and president 
of the traffic club, presided. The university was represented 
by A. H. Armbruster, assistant dean of the school of business 
administration, who thanked the members of the club on behalf 
of the university. 





The Oakland Traffic Club held a dinner meeting at the 
Hotel Leamington November 17. It was designated “Football 
Night” and a number of talks were made by newspaper men 
and sports writers. 





Arthur J. Wolcott, newly elected 
president of the Traffic Club of Kala- 
mazoo, was born May 20, 1900. He 
started work in the transportation 
field at the local office of the Michi- 
gan Central in August, 1918. He 
later entered the employ of the C. 
K. & S. Railway in the local office 
at Kalamazoo. In 1925 he went to 
the Kalamazoo Stationery Company 
as traffic manager, which position he 
now holds. He has been a member 
of the traffic club since 1925, having 
served as treasurer, secretary, vice- 
president, and now president. He 
has also served as member of the 
speakers’ committee of the Asso- 
ciated Traffic Clubs of America. 








“Economics Day” was observed by the Traffic Club of Fort 
Worth at the Blackstone Hotel November 19. Dr. Edwin A. 
Elliott, professor of economics, T. C. U., spoke on “Some Aspects 
of the Depression and Prospects of Recovery.” The program 
was presented by A. E. Rankin. 





H. A. Higgins, of Wilson and Company, spoke on “Kansas 
City’s Largest Industry” at a luncheon of the Traffic Club of 
Kansas City at the plant of Wilson and Company. A steak 
luncheon was served and a sight-seeing trip through the plant 
followed. 





The twentieth annual dinner of the Transportation Club of 
Peoria will be held at the Pere Marquette Hotel November 24. 
A large attendance is anticipated and an unusual program 
promised. 





The final meeting in its series on “The National Transpor- 
tation Problem” will be held by the Pacific Traffic Association 
at the Palace Hotel, San Francisco, November 24. The educa- 
tional committee and speakers who appeared on various phases 
of the subject in the last five months will give the program, 
including a resume of previous papers and additional discussion. 
The following ticket has been presented by the nominating 
committee: President, G. A. Culbert, traffic manager, General 
Electric Supply Corporation; first vice-president, H. H. Pierson, 
traffic manager, Williams, Dimond and Company; third vice- 
president, A. M. Reinhardt, assisistant general freight agent, 
A. T. & S. F.; executive secretary, D. N. Yeaman, assistant to 
traffic agent, Southern-Pacific Golden Gate Ferries, Ltd.; treas- 
urer, E. B. Smith, general traffic manager, Sperry Flour Com- 
pany; directors, L. C. Magnus, traffic manager, Hirsch and 
Kaye; C. A. Perkes, assistant freight traffic manager, Dollar 
Steamship Company; C. S. McLenegan, vice-president and man- 
ager, Pioneer Express Company; W. J. Lane, traffic manager, 
Guggenhime and Company. Election will be held December 8. 





At the weekly luncheon of the Transportation Club of St. 
Paul at the Hotel Lowry November 17, Jacob Stefferud, man- 
ager, Norwegian-American Line, gave an illustrated talk on 
Norway. 





The Oklahoma City Traffic Club held its annual election 
at a luncheon at the Skirvin Hotel November 16. 





At a meeting of the Chattanooga Traffic and Transportation 
Club at the Patten Hotel November 17, a program of enter- 
tainment was presented by the Crystal Bag Company. C. R. 
Street, traffic manager of the company, was in charge of the 
program. There was a speaker and dinner was served. 





“Railroad Day,” sponsored by the M. & St. L., was observed 
by the Traffic Club of Minneapolis at the Nicollet Hotel Novem- 
ber 19. W. H. Bremner, receiver, M. & St. L., was the speaker. 
Entertainment included numbers by the M. & St. L. Quartet. 
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A turkey dinner was served and the ladies were invited. A 
bridge party will be given in the club rooms November 23. 





The Women’s Traffic Club of San Francisco held a busi- 
ness meeting at the Women’s City Club November 19. Benjamin 
Buffano, of Russia, spoke, following a business meeting. 





The Traffic Club of New York will hold its annual election 
at the Hotel Commodore November 24. Dinner will be served, 
preceded by a reception. 





The Junior Traffic Club of Chicago will have a cabaret party 
November 24. The club will attend the operetta “Blossom 
Time,” after which supper will be served at the College Inn. 





A Thanksgiving talk on “What We Have to Be Thankful 
For” will be made by the Rev. Harold L. Reader, of Webster 
Groves, Mo., at a luncheon of the Traffic Club of St. Louis at 
the Jefferson Hotel November 23. 





A “get-together” meeting will be held by the St. Joseph 
Traffic Club December 15. There will be food, entertainment and 


dancing. 





A “good fellowship” luncheon is announced by the Traffic 
Club of Kansas City for November 23 at the Hotel Baltimore. 
There will be a program of entertainment. 








Personal Notes 








H. M. Adams, president of the Western Pacific, has resigned, 
effective December 31, in order to retire to private life. He 
has been president of the company since early in 1927, shortly 
after he resigned from the service of the Union Pacific. He 
began his railroad career fifty-two years ago with the St. Louis 
and San Francisco. He will continue to make his home in San 
Francisco. Charles Elsey, executive vice-president of the 
Western Pacific, has been elected to the vacancy created by 
the resignation of Mr. Adams. He has a record of twenty-four 
years of continuous service with the line and has been executive 
vice-president since September 1929. 

E. C. Strohm, president of the National Freight Company, 
resigned last week. Announcement was made last week of con- 
solidation of the company with two other freight forwarding 
companies into the National Carloading ‘Corporation. Mr. 
Strohm, prior to taking the head of the company from which 
he has resigned, was one of the organizers of the Universal 
Carloading and Distributing Company, in 1915. A. D. Davis, 
executive vice-president of the National Freight Company, also 
resigned. 

Frederick A. Kirk, division freight agent of the New York, 
New Haven and Hartford, has been elected chairman of the 
transportation division of the Hartford (Conn.) Chamber of 
Commerce. He is forty-three years old and his experience in- 
cludes industrial and ocean traffic work, as well as railroad. 

J. T. Morrison has been elected president of the Pullman 
Railroad Company, with headquarters at Chicago. 

E. Stone has been appointed assistant to traffic manager, 
American Smelting and Refining Company and the General 
Cable Company, New York. 

Vincent Abrams has been appointed traveling freight agent, 
Erie, with headquarters at Huntington, Ind., succeeding H. R. 
Farrell, promoted. 

Charles F. Webb, of Rogers and Webb, of Boston, steamship 
agents and ship brokers, died of heart disease November 15 
at his home in Dorchester, Mass. He had been associated with 
John S. Emery and Company prior to the formation of Rogers 
and Webb in 1908. ‘The firm has been managing operator o* 
the Yankee Line for several years and has also acted as Boston 
agent for the American Diamond, Oriole, and American Mer- 
chant lines. 

George W. Edmonds, manager of the Port of Philadelphia 
Ocean Traffic Bureau, has been named by Mayor-elect J. Hamp- 
ton Moore, acting as president of the Atlantic Deeper Water- 
ways Association, to represent Philadelphia at the National 
Rivers and Harbors Congress, to be held in Washington, D. C., 
December 8 and 9. 

The traffic departments of E. I. duPont de Nemours and 
Company, Inc., and its subsidiaries have been consolidated and 
the organization is as follows: T. B. Baker, director of traffic; 
H. S. Farrow, traffic manager; T. W. Hetherton, assistant traffic 
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manager, and F. T. Ridley, assistant traffic manager, in charge 
of ammonia, dyestuffs, engineering, explosives, fabrics and fin- 
ishes, and smokeless powder departments of E. I. duPont de 
Nemours and Company, Inc., and Acetol Products, Inc., DuPont 
Viscoloid Company, and Kinetic Chemicals, Inc.; L. V. Haas, 
traffic manager; H. M. Berridge, assistant traffic manager, and 
J. A. Kenney, assistant traffic manager, in charge of Grasselli 
Chemical Company, The Roessler and Hasslacher Chemical 
Company, Krebs Pigment and Color Corporation, DuPont Cello- 
phane Company, and DuPont Rayon Company; E. F. Sellers, 
traffic manager, in charge of office management and personnel; 
W. F. Callahan, assistant traffic manager; R. W. Marshall, traffic 
counsel. Branch traffic offices have been set up as follows: 
J. D. Wood, assistant traffic manager, Chicago; W. F. Sommer, 
assistant traffic manager, New York; J. W. Brown, assistant 
traffic manager, Cleveland. Headquarters of the consolidated 
department is in Wilmington, Delaware. 

Ernest F. Rummel, assistant general manager, Milwaukee, 
died of heart disease at the Washington Boulevard Hospital, 
Chicago, November 17. He was fifty-five years old and started 
work for the Milwaukee as a telegrapher in 1891. 

D. G. Phillips has resumed duties as superintendent of 
safety of the Wabash, the Ann Arbor Railroad, and the Manis- 
tique and Lake Superior Railroad. 


PRACTITIONERS’ COMMITTEES 


Announcement has been made of committees of the Asso- 
ciation of Practitioners before the Interstate Commerce Com- 
mission. These committees, with the officers elected at the 
annual meeting in September, constitute the official organization 
of the association. The officers are: Henry Wolf Bikle, presi- 
dent; Ernest S. Ballard, Allan P. Matthew and James T. Ryan, 
vice-presidents; Paul M. Ripley, chairman of the executive com- 
mittee; W. H. Chandler, secretary; and Clarence A. Miller, 
treasurer. The personnel of the committees is: 


Standing Committees 

Executive—Paul M. Ripley, chairman, John D. 
Benton, E. H. Burgess, W. H. Chandler, Charles E. 
J. Dowd, J. Carter Fort, R. W. Ropiequet, Elmer 


Battle, John E. 
Cotterill, Francis 
A. Smith. 


Membership—J. B. Campbell, chairman, Elmer L. Beach, John 
L. Bowlus, W. H. Day, Charles Elmquist, Charles J. Fagg, C. E 
Hochstedler, Allan P. Matthew, J. V. Norman. 

Professional Ethics and Grievances—Ernest S. Ballard, chairman, 
Joseph H. Beek, John C. Bills, Ed P. Byars, C. E. Childe, L. S. Mc- 
Intyre, Charles R. Seal, Jonas Waffle, Dabney T. Waring. 

Education for Practice—James Garfield, chairman, Harry C. 


Barnes, Winthrop M. Daniels, Harleigh H. Hartman, C. R. Hillyer, 
Emory R. Johnson, Parker McCollester, Carl D. Matz, Edgar Watkins. 

Procedure—August Gutheim, chairman, Frederic L. Ballard, Nuel 
D. Belnap, Lewis B. Boswell, Thomas J. Burke, W. A. Colston, Eric 
E. Ebert, Bernard L. Glover, Walter McFarland. 

Nominations—R. Granville Curry, chairman, J. S. Brown, Joseph 
C. Colquitt, Leslie Craven, John M. Elliott, Samuel Herndon, Thomas 
P. Littlepage, Herman Mueller, William J. Tomkins. 

Memorials—U. S. Pawkett, chairman, J. A. Brough, A. M. Corp, 
Mabel Irwin, R. K. Keas, T. A. L. Loretz, William C. McCulloch, 
E. W. Martindell, Ralph S. Merriam. 

Printing and Publicity—Clarence A. Miller, chairman, Andrew 
H. Brown, Wilfred A. Hamel, Stanley C. Higgins, Rogers MacVeagh, 
aad Moulton, Robert S. Outlaw, William E. Rosenbaum, Dewey C. 

ayne. 





PARCEL POST REVENUE 


An estimate that the Post Office Department will receive 
about $5,000,000 additional revenue in the current fiscal year 
from the parcel post service as the result of the increase in the 
limit of size of parcels of fourth-class mail matter to 100 inches, 
length and girth combined, and the increase in the limit of 
weight for single parcels to 70 pounds for deliveries to parcel 
post zones 4 to 8, inclusive, that became effective August 1, has 
been made by W. C. Wood, superintendent of classification of 
the department. The estimate is based on the volume of busi- 
ness transacted since the increases became effective. 


PACKING AND SHIPPING EXPOSITION 


Every principal type of package and container, together 
with a variety of packaging, packing, and shipping materials 
and methods, which have an important application to modern 
distribution, will be displayed at the second Packaging, Packing 
and Shipping Exposition at the Palmer House, Chicago, March 
7-12, 1932. Outer packaging, for shipment and stowage of pack- 
aged commodities, will be one of the leading features of the 
expostion, it is stated. The exposition is being staged in con- 
nection with a five-day Packaging Conference and Clinic which 
is to be held at the Palmer House under the auspices of the 
American Management Association. The exposition, as well as 
the conference, will endeavor to emphasize the major economic 
and technical problems of packaging, packing and shipping. A 
large number of exhibitors have already indicated their inten- 
tion of participating, says the announcement. 





November 21, 1931 


The Traffic World 











PAGE 1139 











































































































“Ly 




































































































































































































































































































































































We are Chankful 
to the thousands who 
go heartily welcomed 


The 





= 
— 
= 





























































































































































































































Blue $¢ \ 
1e Di 















































The 

































































St.Louis Southwestern Railway 














Lines will continue to meet the 





increasing needs of modern business 
with 


-s 
= 
—3 S 
= 
= 
= 
=> 
— 
= 
= 
= 
= 
qa:>s 
- = 
= - = 
> — 
= =— 
~ = 
: = ~ 
~ ‘ 
~ 
= = ‘ 
~ 


Careful Handling & 


On-Time Deliveries 


iN JAN eras tere 
| 
\ 


UL 























4 
—_— — _ 5 y = Say <2 - 0 TM —ommp Ge , 
pistons LZ SPS Nt A 


=~ 




















PAGE 1140 








“An 
Eye 
to the 
Future’ 


Present business conditions emphasize 
the advantages of those organizations 
that have chosen their sites with an eye 
to the future value of the location. 


And shrewd business leaders are giving 
careful consideration to a new distrib- 
uting center of the future, California's 
new inland port located in the heart of 
a rich producing valley— 


STOCKTON 


The Pacific’s Inland Port 
90 MILES TO THE GOLDEN GATE 


Low rates on power, water, fuel, mineral 
and farm products add to the natural 
advantages of this new port under con- 
tract to be completed by the Fall of 1932. 


For further information 
and details write to 


Chamber of Commerce 


Director-of-the-Port 
STOCKTON, CALIFORNIA 
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Digest of New Complaints 





No, 24432. Sub. No. 2. The Warner Co. et al., DeVault, Pa., vs. <A. 


C. et al. 

Prejudicial rates, ground or pulverized limestone and agricultural 
lime, Bittinger, Pleasant Gap, Blue Bell, and other Pa. points 
to points in N. J., Del., Md., Va. and W. Va. Allege Barber, Va., 
and Martinsburg, Engle and Millville, W. Va., preferred. Ask 
cease and desist order and rates for future. 


No. Fs ig Sub. No. 1. Hall & Cole, Inc., Boston, Mass., vs. N. Y., 


H. & H. et al. 
Unreasonable charges, fresh strawberries, Marion and Pittsville, 
Md., to Boston, Mass. Asks cease and desist order and reparation. 


No. 24644, Sub. No. 2. York & Whitney Co., Boston, Mass., vs. N. Y., 


N. 2. & B. ot al. 

Unreasonable rates and charges, fresh strawberries, points in 
Md., Del. and Va. to Boston, Mass. Asks cease and desist order 
and reparation. 


No. 24787. Hopper Paper Co., Inc., Richmond, Va., vs. A. & R. et al. 


Attacks rates and charges, writing paper, ruled and unruled, 
punched and not punched, not folded, in L. C. L. lots and in 
mixed carloads with other paper, such as tablets, blank books 
and school forms, Richmond, Va., to points in N. C., S. C., Ga, 
Fla., Ala., Tenn., La. and Miss. Alleges rates sought to be 
pow oo unreasonable and inapplicable. Asks cease and desist 
order, etc. 


No. 24788. Kellogg Grain Co., Denver, Colo., vs. C. & N. W. et al. 


Charges in violation sections 1 and 4, corn, main line stations 
on C. B. & Q. in Neb., Oxford and west, to stations on Casper 
division of C. B. & Q. in Wyo. Asks reparation. 


No. 24789. Pensacola Creosoting Co., Pensacola, Fla., vs. Apalachicola- 


Northern et al. , 
Unreasonable charges, yellow pine lumber, Sumatra, Fla., to 
Hammond, Ind. Asks rates and reparation. 


No. 24790. Alemite Corporation, Chicago, Ill., vs. B. & O. et al. 


Unreasonable charges, iron and steel shipping drums, new, 
U. S. gauge No. 20 or thinner, set up, not nested, loose or in 
packages, Niles, O., to Brills Station, N. J. Asks rates and 
reparation. 


No. 24791. Southgate Brokerage Co., Inc., trading as Southgate Pro- 


duce Co., Norfolk, Va., vs. A. C. L. et al. 

Unreasonable rates and charges, Irish potatoes, points in 
Va., N. C. and S. C. to destinations in southern territory. Asks 
reparation. 


No. 24792. R. M. Taylor et al., trading as Taylor Wholesale Grocery 


Co., Clanton, Ala., vs. L. & N. et al. 
Unreasonable rates, canned vegetables and catsup, Newport, 
Tenn., to Clanton, Ala. Ask rate and reparation. 


No. 24793. Ware Bros. Agency, Tuscumbia, Ala., vs. C. & G. et al. 


Rates and charges in violation sections 1 and 3, cotton baling ties 
and cotton tie buckles, Tuscumbia, Ala., to points in Mississippi 
Valley. Alleges Mobile, Ala., New Orleans, La., Gulfport, Miss., 
and Greenville, Miss., preferred. Asks rates, ratings, charges 
and minimum weight of 30,000 pounds, and reparation. 


No. 24794. E. A. Biggs and A. E. Turner, doing business as E. W. 


Biggs & Co., Kansas City, Mo., vs. C. R. I. & P. et al. 

Rates in violation first three sections, wool in bags in grease, 
Kansas City, Mo., Sabetha, Ft. Scott and Erie, Kan., to Boston, 
Mass. Asks rates and reparation. 


No. 24795. Calumet & Arizona Mining Co., Douglas, Ariz., vs. A. T. 


& S. F. et al. 
Unreasonable rates, firebrick, including silica fire brick and fire 
clay, Denver and Pueblo, Colo., to Douglas, Ariz. Asks rates and 


reparation. 


No. 24796. Rayville Fruit Co., Rayville, La., vs. B. S. L. & W. et al. 


Unreasonable rates and charges, mixed grapefruit and oranges, 
Mercedes, Tex., to Rayville, La. Asks cease and desist order and 
reparation. 


No. 24797. Garson Iron & Steel Co., Houston, Tex., vs. A. C. L. et al. 


Unreasonable charges, scrap steel rail, Cairo and other Georgia 
points to Jacksonville, Fla., for export to Kobe, Japan. Asks 
reparation. 


No. 24798. Consolidated Steel Corporation, Ltd., Los Angeles, Calif., 


vs. S. P. et al. 

Charges in violation sections 1 and 3, fabricated steel products, 
Los Angeles, Calif., to points in Nev. Competitors at San Fran- 
cisco and Oakland preferred. Asks reparation. 


> The Southwestern Millers’ League, Kansas City, Mo., vs. 


S. et al. 

Proportional and/or reshipping rates on grain and/or grain 
products, Kansas City, Mo.-Kans., Leavenworth and Atchison, 
Kan., St. Joseph, Mo., and Omaha, Neb., when originating beyond 
such cities, to St. Louis, Mo., E. St. Louis, Peoria and Chicago, 
Iil., and points taking same rates or related thereto, commonly 
referred to as eastern gateways, and from the eastern gateways, 
when originating beyond, to points in C. F. A. territory, in vio- 
lation of section 1; through rates from points in Mo. unreasonable. 
Proportional and/or ‘'reshipping rates on grain and/or grain 
products from Minneapolis and Duluth, Minn., and Superior, Wis., 
and points taking same rates, when from beyond, to destina- 
tions in Ind., Mich. (lower peninsula), O., Pa., N. Y., Ky. and 
W. Va. as well as separately established proportional and/or re- 
shipping rates to the eastern gateways from Minneapolis and 
Duluth, Minn., and Superior, Wis., and points taking the same 
rates, prefer competitors in Minneapolis and Duluth, Minn., and 
Superior, Wis., and points taking same rates in violation sec- 
tion 3. Asks rates and reparation. 


No. 24800. Gulf Refining Co., Pittsburgh, Pa., vs. B. S. L. & W. et al. 


Unreasonable rates, fullers earth, Attapulgus, Ga., and Jamie- 
son, Midway and Quincy, Fla., to Port Arthur, and West Port 
Arthur, Tex. Asks rates and reparation, 


No. 24809. The Rea-Patterson Milling Co., Coffeyville, Kan., vs. Mo. 


Pac. et al. 

Unreasonable rates and charges, cotton and burlap bags, Chat- 
tanooga and Nashville, Tenn., Chickamauga, Ga., and New Or- 
leans, La., to Coffeyville, Kan. Asks rates and reparation. 


No. 24801. Mayfair Coal Co. et al., Chicago, Ill., vs. C. M. St. P. & 


P. et al. 
Rates and charges in violation sections 1 and 3, bituminous 
coal, points in Pa., Md., W. Va., Va., Ky., O., Ind. and Ill. to 
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THE 


PORT 
ALBANY 


Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 











Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 
74 Chapel Street, Albany, N. Y. 
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pts. in Ill. including the destinations Mayfair-Sunnyside Yard and 
Petersen-Devon Avenue Yard in Chicago, to the extent they ex- 
— the flat rates to Chicago, Ill., from the same origins. Ask 
rates. 

24802. The Duluth Board of Trade et al., Duluth, Minn., vs. 
A. A. et al. 

Rates and charges, in violation sections 1 and 3, grain and grain 
products, between points in Ia., Minn., Mont., N. ., S&S. D., Neb. 
and Wis., on the one hand and points in Ind., Ky., Mich., lower 
peninsula, N. Y., O., Pa. and W. Va., on the other hand. Shippers 
of grain and/or grain products under proportional rates from the 
Missouri River cities to St. Louis, Mo., eastern gateways and 
Peoria, Ill., when destined to points in C. F. A. territory preferred. 
Grain and products shipped from eastern gateways, E. St. Louis, 
Ill., and St. Louis, Mo., preferred. Grain and products originating 
in trans-Mississippi River territory preferred. Ask rates and re- 
paration., 

24803. American Agricultural Chemical Co. et al., New York City, 
mM 2, V8, A. . BB. ot af. 

Rates in violation section 3, fertilizer, Baltimore, Md., E. Buf- 
falo, N. Y., Carteret, N. J., New Haven, Conn., East Weymouth, 
Mass., Boston, Mass., Belfast, Me., Cheektowaga, N. Y., South 
Wilmington, Mass., and Holton, Me., to points in Me., N. H., Vt., 
Mass., R. I., Conn., N. Y., N. J., Pa., Md. and Del. and D. C., 
as compared with rates on superphosphate in bulk, and other 
fertilizer materials. Ask consolidation of this complaint with No. 
22823, F. S. Royster Guano Co. vs. B. & O. et al. and complaints 
grouped therewith, and rates for future. 


. 24804. Fairmont Glass Works, Inc., Indianapolis, Ind., vs. C. C. 


Cc. & St. L. et al. 
Unreasonable rates, glass bottles, Indianapolis, Ind., to Atlanta, 
Ga., and Nashville, Tenn. Asks rates and reparation. 


. 24805. Oklahoma Portland Cement Co., Denver, Colo., vs. K. C. 


S. et al. 
Unreasonable charges in violation sections 1 and 15, portland 
cement, Ada, Okla., to points in La. and Ark. Asks reparation. 


. 24805, Sub. No. 1. Oklahoma Portland Cement Co., Denver, Colo., 


7. A. 7. 2 Se. 2. Ot Oh. 
Charges in violation sections 1 and 15, cement, Ada, Okla., to 
points in La. and Ark. Asks reparation. 


. 24806. Gagnon Clay Products Co., Green Bay, Wis., vs. B. R. & 


Pr. et al. 

Unreasonable rate and charges, brick, Lewis Run, Pa., to Green 
Bay, Wis. Asks reparation. 

24807. D. E. Ryan Co, (no address given), vs. I. C. et al. 

Unreasonable rates or charges, potatoes, Hawley, Minn., to Grand 
Island, Neb. Asks reparation. 

24808. Apothecaries Hall Co., Waterbury, Conn., vs. C. R. R. 
or N. J. € al. 

Rates in violation sections 1, 2 and 4, castor pomace, Jersey 
City and Bayonne, N. J., to East Windsor, Conn. Unduly pre- 
ferential of Providence and Auburn, R. I. and East Hartford, 
Conn., and other points in Conn., R. I. and Mass. Asks cease and 
desist order and reparation. 

24810. Traffic Bureau-Lynchburg (Va.) Chamber of Commerce 
vs. Southern et al. 

Unreasonable rates and charges, lumber, to points in Virginia 
from points in the Carolinas. Asks rates and reparation. 


. 24811. The Robinson-Ransbottom Pottery Co., Roseville, O., vs. 


Pennsylvania. 
Unreasonable rate, clay, Philadelphia, Pa., to Roseville, O. 
Asks rate and reparation. 


. 24812. Hauser Packing Co., Los Angeles, Calif., vs. A. T. & S. 


F. et al. 

Alleges failure of defendants to absorb switching charges on 
non-competitive shipments of live stock, when switched to or from 
industries on lines of defendants other than the Los Angeles 
Junction Railway while at the same time absorbing switching 
charges in like amounts on similar shipments switched to or 
from industries served by the Los Angeles Junction, within the 
switching limits of Los Angeles, Calif., results in violation of 
first three sections of act. Asks rates and reparation. 


. 24813. The Parker-Young Co., Boston, Mass., vs. C. of G. et al. 


Rates in violation sections 1 and 6, clay, Gordon, Ga., and other 
nearby points to Lincoln, N. H., and china clay, Portland, Me., 
to Lincoln, N. H. Asks rates and reparation. 


24814. The International Derrick & Equipment Co., Columbus, 
0.,. va. A. T.. & S.. F. Ot at. 

Unreasonable charges, fabricated steel angles, beams, plates and 
bolts, Drumright, Okla., to Smackover, Ark. Asks reparation. 
en ee Fairmont Creamery Co., Green Bay, Wis., vs. C. & N. 

. et al. 

Unreasonable rates, cream, points in Mich. to Green Bay, Wis. 
Asks rates and reparation. 

24816. The Monarch Cement Co., Humble, Kan., vs. A. T. & S. F. 
et al. 

Unreasonable rate and charges, rough forged steel grinding balls, 
Carteret, N. J., to Humble, Kan. Asks cease and desist order and 
reparation. 


. 24817. E. A. Johnson Co., Dallas, Tex., vs. A. T. & S. F. et al. 


Rates in violation sections 1 and 3, sugar, Crockett, Calif., to 
Sweetwater, Tex., there placed in storage and later shipped to 
Tulia, Tex. The fact that defendants do not allow storage in tran- 
sit of sugar at Sweetwater, Tex., is in violation of section 3 in 
that it is preferential to Amarillo, Brownwood, Waco, Ft. Worth 
and Paris, Tex., and prejudicial to Sweetwater. Asks rates and 
reparation. 


. 24818. National Automotive Fibres, Inc., Oakland, Calif., vs. N. 


x... o. ot al 

Unreasonable ratings, glazed cotton batting, in machine pressed 
bales, Cohoes, N. Y., to Detroit and other points in Mich., and 
points in Ind., N. Y., O., and Walkersville, Ont. Asks cease and 
desist order and reparation. 
Pg og ey Chemical Co. of Canada, Ltd., Freeman, Ont., vs. A. 
>. L. et al. 

Unreasonable rates and charges, rosin, points in La., Miss., Ala., 
Ga. and Fla. to Burlington, Ont. Asks cease and desist order and 
reparation. 


. 24820. American Limestone Co., Knoxville, Tenn., vs. A. & R. 


et al. 

Rates in violation sections 1, 3 and 13, i or pulverized 
limestone, Mascot, Tenn., to points in N. « ae Cee TORR, Bees 
Va., Ga:, Miss., La., Ark. and Fla. as compared with rates from 
points in Ill. and Ky., and as compared with rates within Ky., 
Ga., Miss., Va., and N. C., and on marl in N. C. Asks rates and 
reparation. 
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The Take Val —— _______......._ Be 


SIGNS of ACTIVITY 


At MecCormick’s 
Modern 


Terminals 


Two of McCormick’s completely equipped 
modern terminals that speed up the 
efficient handling of cargoes over Four 
Great Trade Routes. 





Since the opening of 
MecCormick’s eastern 
offices their intercoastal 
service has been aug- 
mented by the addition 
of an eastbound service 
to Baltimore and Phila- ' 





delphia. This is the only direct — east and westbound sailings are 
merchandise sailing from the being maintained at 14-day in- 


Pacific Coast to Baltimore. Both _ tervals. 


4: Great Fleets 


U. S. Intercoastal Pacific- West Indies 


Pacific Coastwise Pacific-Argentine-Brazil Line 
(U. S. Mail Steamers) 


Your next shipment via McCormick 


Oakland Portland 


Los Angeles Me Corm Seattle 









San Diego Tacoma 
7 215 Market St. ; 
Vancouver, B.C. ion edneiese Astoria 
- DOuglas* 2561 
eel —_— 

Fhiladelphis now York Desenere Pittsburgh Chicago 
560 Drexel Bldg. Central Bld Baltimore Trust Co. Bldg. (Munson SS. Line, Agents) (Munson 8S. Line, Agents) 
Phone: Leubard 4360 hemos Murray Hill 2-6900 Phone: Calvert 6234 Oliver Bldg. Conway Bldg. 111 W. Washington St. 


Phone: Atlantic 1696 Phone: State 6828 
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OVERNIGHT 


DoorR TO DOOR 


DELIVERY 


Between Chicago and South Bend 





Have your L. C. L. shipments for South Bend, 
Mishawaka or Notre Dame, Indiana, sealed in a 
South Shore Line ferry truck at Chicago. They 
will be at destination, sealed, at the opening of 
business next morning. 


Sealed—Via Truck and Rail 


The new ferry truck service offered by the Chi- 
cago South Shore and South Bend Railroad 
affords you this dependable overnight connec- 
tion, both eastbound and westbound. Between 
Chicago and South Bend, Mishawaka and Notre 
Dame, Ind., afternoon-to-morning service! The 
rates at which you can take advantage of this 
oo reliable transit—are interesting. Write for 
them! 


Carload Freight Service 


Fast electric freight service linking Chicago and 
the East through direct connections with eastern 
lines. Transfer of carload freight with principal 
western carriers through various Chicago belt 
lines. Through rates published in principal tar- 
iffs and apply via principal railroads between 
all important markets. Specify C. S. S. & S. B. 
as intermediate carrier through Chicago. 


Address communications to William Petersen, 
Traffic Manager, Chicago South Shore & South 
Bend R. R., 72 West Adams Street, Chicago. 


CHICAGO SOUTH SHORE & 
SOUTH BEND RAILROAD 
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No. oa. Hugo Manufacturing Co., Duluth, Minn., vs. C. B. & Q. 
et al. 

Unreasonable rate, galvanized sheet iron nail bins or boxes, 
Duluth, Minn., to Montpelier, O. Asks rates and reparation. 
No. 24822. Home Fertilizer Co., Little Rock, Ark., vs. L. & N. et al. 

Rate in violation sections 1 and 3, leunasalpeter, Mobile, Ala., 
to Texarkana, Ark., as compared with rates from Mobile, Ala., 
to New Orleans, La., and from New Orleans, La., to Ashdown, 
Ark. Asks application of column 17% rate as now published from 
Mobile to Texarkana, Ark., and reparation. 

No. 24823. M. J. Grove Lime Co., Lime Kiln, Md., vs. B. & O. et al. 

Rates, crude, fluxing, foundry or furnace limestone, Stephens 
City, Va., to points in Md., Pa., W. Va., O. and Del., in violation 
sections 1 and 3, as compared with rates from Thomasville and 
Williamson, Pa., Engle and Martinsburg, W. Va., and other nearby 
producing points. Asks rates. 

No. 24824. A. K. Foss, Sequatchie, Tenn., vs. N. C. & St. L. 

Rates and charges in violation sections 1 and 4, logs, Summitt- 
ville and Forest Mills, Tenn., to Chattanooga, Tenn. Asks rates 
and reparation. 

No. 24825. Stock acquisitions by Chicago, Rock Island & Pacific Rail- 
way Co. and St. Louis-San Francisco Railway Co. 

Proceeding instituted by Commission for purpose of inquiring 
into acquisition by Rock Island of stock of the Frisco and by the 
Frisco of stock of the Gulf, Mobile & Northern. 

No. 24826. The Ontario Paper Co., Ltd., et al., Thorold, Ont., Can., 
vs. Can. Natl. et al. 

Rate of 37 cents, newsprint paper, Thorold, Ont., to New York 
City, in violation sections 1 and 3, as compared with rates from 
Niagara Falls, N. Y., Espanola, Ont., Sturgeon Falls, Ont., Iro- 
quois Falls, Ont., Jonquiere, Que., Grand Mere, Que., Shawinigan 
Falls, Que., Three Rivers, Que., Windsor Mills, Que., Woodland, 
Me., Augusta, Me., Rumford, Me., Livermore Falls, Me., Berline, 
N. H., Malone, N. Y., Chateaugay, N. Y., Watertown, N. Y., and 
Carthage, N. Y., to New York City. Ask rates and reparation. 

No. 24827. Southport Corporation, Inc., New Orleans, La., vs. L. R 
& N. Co. et al. 

Seeks reparation of $4,082.40, on account of unreasonable charge, 
of $6.30 for each outbound car instead of $6.30 for each inbound 
pd of oil, handled from and to complainant’s plant at Southport, 
r* 

No. 24828. The Red Star Milling Co., Wichita, Kans., vs. A. T. & 
N. et al. 

Rates in violation sections 1 and 6, wheat, originating at points on 
Frisco, in Okla., milled at Wichita, Kans., and products reshipped 
to Mobile, Ala., and New Orleans, La., for export and to various 
destinations in southeastern states. Asks cease and desist order 
and reparation. 

No. 24829. M. Botner, et al., Chicago, Ill., vs. Gulf Coast Lines et al. 

Rates in violation sections 1, 4 and 6, fresh and green vegetables, 
points in Texas to Montreal, Que., Can. Ask rates and reparation 


of $50,000. 
No. a Kelleher Corporation, Turners Falls, Mass., vs. B. & M. 
et al, 


Unreasonable rates, crushed stone, Greenfield, Mass., to Peters- 
burg, N. Y. Asks rates and reparation. 

No. 24831. Jackson Fertilizer Co., Jackson, Miss., vs. A. C. L. et al. 

Rates in violation sections 1 and 3, crude pebble phosphate rock, 
Florida points to Jackson, Miss. Fertilizer factories at Meridian, 
Miss., Birmingham and Montgomery, Ala., Atlanta, Ga., and other 
points in southeast preferred. Asks rates to Jackson not in 
excess of 473 cents a ton and reparation. 

No. 24832. Long Island Produce & Fertilizer Co., Inc., Riverhead, 
N. ¥., vs. A. G. &. ot al. 

Rates in violation sections 1 and 3, potatoes, Aquebogue, Cal- 
verton, Mattituck, Riverhead and Southold, N. Y., to points in 
N. C., S. C., Ga., Ala. and Tenn. Shippers in N. J., Del., Md. 
and Va. preferred. Asks rates. 

No. “a Globe Grain & Milling Co., Los Angeles, Calif., vs. S. P. 
et al. 

Rates and charges in violation sections 1 and 6, wheat, Mosquero, 
N. M., to Los Angeles. Asks cease and desist order and repara- 
tion. 

No. 24834. The Buckeye Cotton Oil Co., Cincinnati, O., vs. I. C. et al. 

Unreasonable rates, cottonseed, Wainwright Spur, Quimby, 
Bread Spur, Bosco, Mer Rouge, Jonesboro, Chatham and Jones- 
ville, La., to Jackson, Miss. Asks rates and reparation. 

No. 24835. American Cast Iron Pipe Co., Birmingham, Ala., vs. L. 
& N. et al. 

Rates and charges in violation of aggregate of intermediate 
provision of section 4, cast iron pipe and fittings, North Birming- 
ham, Ala., to Seagraves, Tex. Asks reparation. 


VOLUME OF TRAFFIC 


The volume of freight traffic handled by Class I railroads 
in the first nine months of 1931 amounted to 261,819,675,000 net 
ton miles, according to reports received from the railroads by 
the Bureau of Railway Economics. 

This was a reduction of 59,675,414,000 net ton miles or 18.6 
per cent under the corresponding period in 1930, and a reduction 
of 107,870,976,000 net ton miles or 29.2 per cent under the same 
period in 1929. 

Railroads of the Eastern district for the first nine months 
of 1931 reported a reduction of 18.1 per cent in the volume of 
freight traffic handled compared with the same period in 1930, 
while the Southern district reported a decrease of 18.3 per cent. 
The Western district reported a decrease of 19.3 per cent. 

For the month of September, freight traffic handled by the 
Class I railroads amounted to 27,847,085,000 net ton miles. 
Compared with September, 1930, this was a reduction of 8,385,- 
282,000 net ton miles or 23.1 per cent, and a reduction of 
16,374,925,000 net ton miles or thirty seven per cent under 
September, 1929. 

In the Eastern district, the volume of freight traffic handled 
in September was a reduction of 19.6 per cent compared with 
the same month in 1930, while the Southern district reported a 
decrease of 22.7 per cent. The Western district reported a 
decrease of 27.5 per cent. 
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Bl ecate your “Orders taken by your salesmen 
SHIPPING ROOM ta oa 08 ee tomor- 
inthe Heartof — ig... we 


tomers located in greater New 


GREATER NEW YOR york cong stone, westenester 


Fe 


County, Hudson River Valley 








points as far north as Albany 
and Troy. northern and cen- 
tral New Jersey and Connec- 
ticut. Save money by consoli- 


dating L. C. L. shipments into 





earloads, consigned to us for 


LACK AWA N N immediate distribution. Un- 


TERMINAL WAREHOUSES | eee 
JERSEY CITY, N. J. 


PERSONAL INTEREST at PORT HOUSTON 


The Houston Port Bureau was established so that personal contact might be 


ities. Lowest Insurance rates.”’ 






maintained between shippers and representatives of the port. It is just a 





part of the personal service that the management of the Port of Houston 





extend to every account with whom they deal. 











y \ 
PORT BUREAU . . 
REPRESENTATIVES Your problem, when presented to Don't hesitate to call the nearest 
Py’ us becomes the problem of every Port Bureau representative by 
hs ---~-tiaaa member of the personnel of the Port a or in — ai any 
ee information you may need, relative 
H. S. CRAWFORD Bureau and their entire facilities are ae aa / 
Po ahi asia 4 ' to shipping conditions, rates, mar- 
y ommana until an aaequate kets or any other data about this 
Houston Port Bureau, luti has b f d 
e600 Whewhell Gite. solution has been found. part of the country. 






Telephone, 4-8434, 
New York, N. Y. 


Houston Prt Burau DIRECTOR of the PORT 


Telephone, Harrison, 2267, 
a TEXAS 












Kansas City, Mo. 


Y & HOUSTON 2 2 
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CALMAR LINE 


INTERCOASTAL SERVICE 





ARRIVES 




































Voy- 

STEAMER | age Seattle 

on delphia A... & nected Oakland | Portland —. 
VERMAR 6 Oct. 26jNov. IjNov. 24|/Nov. 27iINov. 29/Dec. 4]/Dec. 6 
TEXMAR | 14 |Nov. 8iDec. 12/Dec. 15]Dec. 19]Dec. 21 
FLOMAR 24iDec. 28/Dec. 30jJan. 3)Jan. 5 
PORTMAR 7Jan. 11jJan. 13}Jan. 17jJan. 19 
ALAMAR 24iJan. 28jJan. 30/Feb. 3/Feb. 5 
YORKMAR | 15] 7\Feb. 11/Feb. 13|Feb. 17|Feb. 19 
LOSMAR 24|Feb. 28|Mar. 2|/Mar. 6|Mar. 9 





(Subject to change without notice) 


A —— FACTOR 
N 
INTERCOASTAL TRANSPORTATION 


Calmar Steamship Corporation 


For Information regarding rates, etc., apply to nearest office: 


peers & SeeCORMACK oe. Gen. Agts. SWAYNE & HOYT, INC., Agents 
altimore, m . Gay St. 
See's Shatin ae tani, Ou, 2 Saal lee 
Detroit, Mich., 2001-2 Industrial Bk. Bidg. Portl 4 ag “ 
New York, N. Y., 5 Broadway and, Ore., 911 Bd. ef Trade Bidg. 
Philadelphia, Pa., Bourse Bidg. San Francisco, Cal., 240 Frent St. 

"Pa, Ol Seattle, Wash., 1519 Railroad Ave., South 


Pittsburgh, iver Bldg. 
Regular Piers 


Pacific Coast 


Los Angeles—230-B Terminal Island 
Oakland—Howard Terminal 
Portiand, Ore.—No. | Sotente Terminal 


Atlantic Coast 


Baltimore—Pler 7, Western Md. Ry., 


Port Covington 
San Francisco—Pier No. 48- 
Philadelphla—Pier 27-N, Reading Co. Seattle—Atlantie Dock Terminal 


SRADONNUDONSPUNNS SLANCNLONONDONEASDOUPOADONOODEOODEE DODO DCONDUODUDONUONOOOSUONENDLIOCOLNGSLOSEELNOOROOGEEDOLOOLDOEUDUOON ENDURED OO OORLONS RO GDORDEDONGDOOEODOONLOSEECEDHSAASONDOgDTOOSDENTOONOLOCOC DONE DONNONLONEDUSILEIAs. = 


NEW YORK TO OR FROM 


ALIFORNIA 


i 3 DAYS 


S.S. CALIFORNIA 5S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal - Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 13 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 
Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 
Bh cstitomnie™* Nov. 28;Jan. 9 Virginia ... Dec. 5; Jan. 16 


HHADAOUEseEmNDoanenNaneaLonensnnOneTi NOE MaenODEDOEAA HONaROOOmUDERLOONADEOHIONNDUGHTONELDEOUSHEnUEDOLY LTGONOANSOUBAAGADAROEDUOONOOULOEDENVOOENTDR Seni DER Qari NeneGUrNiOCPROREEREORVORENDOOOELEONOOEDNOGREDEGESOSOTPESRORRONRT be euTeuTDOFEOeH FONT seneDeReRTOCRRORERNDGSROMOMBERTOREIVeLTLeCRe” 


NLEDDEDUENORRDENIDUALDODDELODEPEODEROEDUTTY :D0PPORDDEOUEOOG HDOPOD OT RODEO INONEDENDO PHDEA LOGeBNOUSULINVRED ONAL >OOELDOOOIIICBONTL DOR DORAATTRAOCSERONAOTED EOEDEDIDONITORERODOGSROL FROG =O OGTOS FROG DEREDERESDONOORE bOgGwENDOCDOE HO eTeOOOELE rDeCNE OES furnet®: 





3 NEW ELECTRIC LINERS 


ALL 33,000 TONS IN SIZE 





California .. Dec. 12; Jan. 23 Pennsylvania Dec. 19; Jan. 30 

Virginia ... Dec. 26;Feb. 6 California .. Jan. 2; Feb. 13 
and fortnightly thereafter 

*from Los Angeles 2nd day following 


Panama facific line 


* ALL NEW STEAMERS + 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City 1 Broadway, New York City 
(West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 

Chicago, 180 North Michigan Ave. Boston, 84 State St. 
Philadelphia, Public Ledger Bldg. | egy ne Baltimore Trust Bldg. 


NOUHEAONONOLOECODNCELOEOONONOSGSUGHONNCEONESEDONSEDOGEODOLUCenDNeENoOCenOOOeOuteONoceeOONseenonsenseouengponeesasanensnsueceonoentecenensonnocensnecousconscnensogsonseee 
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; San Francisco, 687 Market St. Los Angeles, 548 S. Spring St. 
5 Cleveland, 1000 Huron Road San Diego, 1030 Fourth St. 
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Docket of the Commission 





NOTE—lItems in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


November 23—Washington, D. C.—Examiner Cassidy: 
1. & S. 3613 (and 2 supplemental orders)—Asphalt, tar and pitch 
from, to and between points in south (adjourned hearing). 


November 23—Argument at Washington, D. C.: 
24068—Department of Institutions and Agencies, the state of New 
Jersey et al., vs. C. R. R. of N. J. et al. 
—.~ ——— New Jersey Coal Exchange et al. vs. C. R. R. of 
» we OC Re 
24154—American Book Co. vs. B. & O. R. R. et al. 
24361—_Wm. A. Estaver Co., Inc., et al. vs. M. & M. Transp. Co. 
24056—Savannah Traffic Bureau, Inc., for and in behalf of Chatham 
Motor Co. et al. vs. M. & M. Transp. Co. et al. 
Finance No. 3906—Excess income of St. Joseph Belt Ry. 
a 23—Washingten, D: C.—Commissioner Tate and Examiner 
ullen: ” 
24092—Proposed .changes in rates and regulations affecting fourth- 
class mail matter. (Further hearing.) 
November 23—Kansas City, Mo.—Examiner Fuller: 
24568—Missouri Gravel Co. vs. C. B. & Q. R. R. 

November 24—Washington, D. C.—Examiner Sullivan: 

* Finance No. 9022—Joint Application of New York Telephone Co. 
and Central Bridge Telephone Co., Inc., for a certificate that the 
acquisition by the former company of the properties of the lat- 
ter company will be of advantage to the persons to whom service 
is to be. rendered and in -the public interest. 


November -24—Argument at Washington, D. C.: 
24124—Karaston Rug Mills et al. vs. N. Y. C. R. R. et al. 
24185—Pacific & Idaho Northern Ry. vs. O. S. L. R. R. et al. 
24208—Highland Cordage Co. et al. vs. Sou. Ry. et al. 

* Finance No. 8692—Arkansas Valley Interurban Ry. Proposed con- 

struction. 
* —— No. 8715—Hutchinson & Northern Ry. Proposed construc- 
on. 


November 25—Argument at Washington, D. C.: 
24151—Sinclair Refining Co., successor in interest to Pierce Pe- 
troleum Corp., vs. A. T. & S. F. Ry. et al. 
24125—Loose-Wiles Biscuit Co. et al. vs. B. & O. R. R. 
ee Merchants’ Assn. of U. S. et al. vs. A. 
et al. 


November 27—Argument at Washington, D. C.: 
24192—Richmond Mica Corp. vs. B. & O. R. R. et al. 


et al. 
24237—-Huntingdon & Broad Top Mt. R. R. & Coal Co. vs. Pa. R. R. 


November 27—Memphis, Tenn.—Examiner Davis: 
Finance No. 8960—Application Southern Ry. for authority to aban- 
don its Moscow-Somerville branch. 
November 28—Argument at Washington, D. C.: 
24148—Hammond Standish & Co. vs. A. T. & S. F. Ry. et al. 
24177—-Solar Refining Co. vs. A. A. R. R. et al. 
24202—Continental Can Co., Inc., of California et al. vs. A. T. & 
8s. F. Ry. et al. 
November 30—Cincinnati, O.—Assistant Director Brown: 
Ex Parte 99—Application of Mississippi Valley Barge Line Co. 
Ex Parte 102—Application of American Barge Line Co. 


November 30—Argument at Washington, D. C.: 
24207—International Commerce Corp. vs. S. P. Co. et al. 
24210—Tomkins Kiel Marble Co. vs. L. V. R. R. et al. 
24279—Tamms Silica Co. vs. C. & E. I. Ry. et al. 
1. & S. 3577—Clay or kaolin from Cartersville, Ga., to Tamms, III, 
and other interstate destinations. 

* Finance No. 8923—Joint application of Tri-State Consolidated Tele- 
phone Co. and Northwestern Bell Telephone Co. for authority 
to the latter company to acquire control of the Tri-State Tele- 
phone & Telegraph Company by purchase of capital stock. 

* Finance No. 8924—Joint application of Northwestern Bell Telephone 
Co. and Dakota Central Telephone Co. for authority to the former 
company to acquire certain toll lines of latter company. 


November 30—Sheffield, Ala.—Examiner Stiles: 
23763 (Sub. 2)—-Ware Bros. Agency vs. M. & N. A. Ry. (W. Steph- 
enson, receiver). 
24702—King Co. vs. C. C. C. & St. L. Ry. et al. 


November 30—Omaha, Neb.—Examiner Disque: 
24689—Marsh & Marsh, Inc., vs. C. & N. W. Ry. et al. 
24688—Farmers’ Grain & Livestock Assn. vs. C. & N. W. Ry. et al. 


November 30—Concord, N. H.—Examiner Cheseldine: 
—— Paper Co., West Hopkinton, N. H., vs. B. & M. R. R. 
et al. 


November 30—Washington, D. C.—Examiner Williams: 
24253 (and Subs. 1 to 3, inc.)—Swift & Co. vs. B. & O. R. R. et al. 
23530—Armour & Co. vs. A. T. & S. F. Ry. et al. 


November 30—Richmond, Va.—Examiner Brennan: 

24687—L. D. Wingfield & James L. Hatcher, co-partners, trading 
under firm name and style of L. D. Wingfield-Hatcher Coal Co., 
ve. B. C. & ©. Ry. ot al. 

November 30—Washington, D. C.—Examiners Hays and Beasley: 

Finance No. 3654—Excess income of Canton R. R. 


December 1—New York, N. Y.—Examiner Mattingly: 
a + eres Agricultural Chemical Co. et al. vs. A. C. R. R. 
et al. 


December 1—Washington, D. C.—Examiners Quimby and Borroughs: 
Finance No. 3994—Excess income of Youngstown & Northern R. R. 


December 1—New York, N. Y.—Examiner Mattingly: 
22823—F. S. Royster Guano Co. vs. B. & O. R. R. et al. 
22713—Armour Fertilizer Works vs. C. R. R. of N. J. et al. 
22981—American Cyanamid Co. vs. A. & R. R. R. et al. 


et al. 
= Kk. BR. R. 
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Southern Steamship Company 
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- UNITED raul — 






General Offices: One Federal St. prewy Mass. 





FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 


and 


Cuba, Jamaica, Panama, Colombia, Costa Rica, Guatemala, 
Honduras, British Honduras, Mexico, Nicaragua, Salvador. 


? Weekly service with transhipment at Cristobal (Canal Zone) 

? to West Coast Ports of Central America, South America 

? and Mexico at differential rates. Through bills of lading 
to all points. 


Shipments to El Salvador handled expeditiously via Puerto 


Barrios, Guatemala, and the International Railways of Cen- 
tral America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


Pier 3, Nerth River, 321 St. Charles St., 
New Yerk, N. Y. New Orleans, La. 
111 W. Washington St., 
Chicago, Ill. 


1001 Fourth 8t., 

San Francisco, Cal. 
Long Wharf, 
Boston, Mass. 


Revcnncoenanececccveesenaenenveencanen senses eevenenne seeensenns ceneoowens can sesneeen nesenasonenesseessencnegeceieriesennin ty 


Here is a file designed for tariffs. They 
stand upright and do not sag or buckle. 
On pulling out the Automatic Expanding 
drawer the title is visible at once and the 
I. C. C. and G. F. O. numbers are easily 
read; no shuffling of tariffs to find the de- 
ired one. Protect 7 solid feet of tariffs at 
the lowest cost per filing inch of any tariff 
filing medium. Furnished in desks also! 
Ask for literature H 


AUTOMATIC FILE & INDEX CO. i 
427 West Randolph Street, Chicago, II. : 






























(Pioneer{Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGSs 


From Philadelphia . . Wednesdays and Saturdays 










From Houston ...... Mondays and Thursdays 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 
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GREAT LAKES TRANSIT 
CORPORATION 


The last vessels for the season of 1931: 
Westbound will clear Buffalo Nov. 30th. 
Erie, Cleveland, Detroit and Windsor Dec. Ist. 


Eastbound will clear;Duluth and Superior 
Nov. 30th. Chicago — Nov. 30th, and Mil- 
waukee Dec. Ist. 


General Offices 


223 Erie Street Buffalo, New, York 





Distribution 






sata 
Forwarding of 
eneral Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 


SAVE TIME 
and MONEY 


Ship Via 
—— The Port of 
ALVESTON 


AMERICA’S PORT OF 
QUICKEST DISPATCH 


GALVESTON WHARF COMPANY 


NVODODOUNDDLULADOORONO RADON EOOOOERREO OeDen DOOeeeaRARoRORS RRpETAaEABeRanONtE Lt tenett| 
























a * RICHMOND, VA. 
rae Storers, Distributors and Forwarders 

of General Merchandise 

; 175,000 Square Feet Floor Space 

(! “SI i Sprinkled Buildings 

F ae Southern R. R. Siding 20c Ins. Rate 

“A, Virginia Bonded Warehouse Corp. 

aad 1709 East Cary Street 






TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, oon 


GEOGRAPHICALLY 


LOCATED TO RENDER - 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 











ont —Avnene Fertilizer Works vs. A. C. R. R. et al. 
“— sa _ 1)—American Agricultural Chemical Co. vs. A. C. 
- a O & 
23376—Davidson Chemical Co. et al. vs. A. C. R. R. et al. 
23621—Olds & Whipple, Inc., et al. vs. A. & K. Ry. et al. 
24280 (and Sub. 1)—I. P. Thomas & Son vs. A. C. R. R. 
24366—Donner-Hanna Coke Corp. vs. 
hearing). 


December 1—Washington, D. C.—Examiner Glover: 
Fourth Section Application Nos. 1860 and 1862, filed by W. Hos- 
mer, now E. B. Boyd; 3024 filed by U. P. R. R. and im E. of 
1842’ filed by W. H. Hosmer, now E. B. Boyd, and 4220 filed by 


et al. 
A. & K. Ry. et al. (adjourned 


M. P. R. R., class and commodity rates eo W. T. L. terri- 
tory and points west of Missouri River 104 I . 4 o og 
Fourth Section Application No. 2921, filed by Cc. ; & Fr. & Rs 


(further hearing). 
December 1—Omaha, Neb.—Examiner Disque: 
24580 (and Sub. 1)—Noble & Reid Grain Co. et al. vs. C. B. & Q. 
me Et. Ot Ai. 
December 1—Boston, Mass.—Examiner Cheseldine: 
24508—New England Fuel & Transportation Co. et al. vs. A. G. S. 
R. R. et al. 
December 1—Richmond, Va.—Examiner Brennan: 
24673—D. J. Donati, Jr., and L. N. Donati, co-partners, trading as 
Fibre Board Container Co. ee. . BO, R. R. et al. 
December 1—Pittsburgh, Pa.—Examiner Smith: 
24652—T. Mendelson Co. vs. A. C. L. R. R. et al. 
24724—H. K. Ayoob vs. C. & N. W. Ry. et al. 
December 2—Washington, D. C.—Examiner Wilbur: 
one _ 1—Washington Building Lime Co. et al. vs, A. C. L. 
- . Ot al. 








HELP WANTED 


SPECIAL INDUCIEMENTS to traffic men, employed or unem- 
a. ed, selling the new edition (covering changes effective December 
3, 193 i) of Getzler’s Transportation Rates, showing freight rates, 
local and competitive, from the principal Cities. Getzler’s Guide, Inc. 
(Established 1913), Rochester, N. Y. 
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ae 2—Springfield, Mo.—Examiner Snider: 


7—Ash Grove Lime & Portland Cement Co. et al. vs. C. & A 
R. R. (Wm. W. Wheelock and Wm. G. Bierd, receivers). 


December 2—Washington, D. C.—Examiner Wilbur: 
24757—-Limestone Products Corporation of America vs. L. & H. R. 


Ry. et al. 
* 24432 (Sub. No. 2)—Warner Co. et al. vs. A. C. R. R. et al. 














Merehandise Storage 
Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles |; 
CROOKS TERMINAL WAREHOUSES 


Storage and Distributing of Merchandise of Every Description 





LEONARD’S GUIDE 


i 

4 

GERM RII SE 

FREIGHT, EXPRESS, PARCEL POST | 
Rates and Routing Allin One Book! 

Send for Sample Sheets H 

i 

4 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 


TT" eog— Stated, Seth Meret, Bilenet 





domecsow New London and Norwich, Conn. 
feunecen aoe To—C. F. A. W. T. hi Inter-Mountain, 
Sl Steno Carolinas, South and Southwest 


FB Jawerr Cry 
(@) WORWICH 


Via—CLYDE, OLD DOMINION, SAVANNAH, 
MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC. 


Pier 31 E. R. NEW YORK city 
ERNEST E. FUCHS, Vice-Pres. 
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DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 








H. D. DRISCOLL 


Commerce Counsel 
and Attorney 
Philcade Building, Tulsa, Oklahema 
Oklahoma City Office: 
709-10 Cotton-Grain Exchange Building 


HARRY C. AMES 
ATTORNEY AT LAW 


Successor to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commission 


matters. 


sions, 


Transportation Bldg., Washington, D. C.] Liberty Central Trust Ce. Bldg., ST. LOUIS, MO. 


Thousands of Shippers 
refer weekly to Traffic World 
for traffic information. 
professional card here places 
your name before those who 
need legal services in traffic —hii— 


THOMAS L. PHILIPS 
ATTORNEY AT LAW 


Especial attention te matters before Inter- 
state Commerce and Federal Trade Commis- 
rates, price fixing and valuation. 


PRACTICE IN ALL COURTS 





PAYSOFF TINKOFF 


aataiaienay Re AT LAW 


CERTIFIED PUBLIC "ACCOUNTANT (ILL.) 
——— 


INTERSTATE COMMERCE CLAIMS 





Your 


FEDERAL TAXES 
1540 BUILDERS’ BUILDING CHICAGO, ILL. 


You can reach Traffic World 


readers each week 
through the use of an advertise- 
ment in this space at the small 
expense of about one-fortieth of 
a cent per subscriber. 

















DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC, 
COMMERCE AND VALUATION EXPERTS AND SPECIALISTS 


BISHOP & BAHLER |youk ANNOUNCEMENT 


Thomeperetet on. J 16, 1914 





HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Conselidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 





The Traffic World is the best place ethically to announce professional availability 





Head Office: 369 Pine Street 
Calif. 





in this directory for 52 consecutive 
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MARKETS 


FOLLOW POPULATION CENTERS 


And the Population Center of 
the Southwest Is 


HOUSTON 


y is Houston SOR MON A in 


eR 


Retail Market in the Entire South 
Topping the Largest City 


(with almost twice its population) 
by $27,000,000 


Which proves that Houston is not only the popu- 
lation center, but the center of per capita spend- 
ing power in the South, as well. 


INDUSTRIAL SITES 


along Houston's Ship Channel offer 
tremendous possibilities, with low 
production costs and a rich market 
at your door. 


INVESTIGATE NOW WHILE 
PRICES ARE LOWI 


DIRECTOR of the PORT 


J. Russell Wait 
COURTHOUSE BUILDING 


HOUSTON TEXAS 
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SDN 
= Recognizing the Popular Demand of the Shipping Public for Time and Money = 
= Saving Benefits of Store Door Delivery Effective December 3rd = 
= Will Inaugurate = 
| °. FREE : 
= on Your L. C. L. Shipments = 
= AT = 
5 ALBANY, N. Y. HARTFORD, CONN. = 
= BRIDGEPORT, = CONN. INDIANAPOLIS, _ IND. = 
= BUFFALO, N. Y. KALAMAZOO, MICH. = 
= paeipmor inci O. ROCHESTER, N. Y. = 
= COLUMBUS, O. BS 
= SPRINGFIELD, MASS. = 
= DAYTON, O. SYRACUSE NY = 
= DETROIT, MICH. .¥. -= 
= ERIE, PA. TOLEDO, O. = 
= EVANSVILLE, IND. UTICA, N. Y. = 
= GRAND RAPIDS, MICH. WILKESBARRE, PA. = 
= 41 Wi = 
- ECONOMIZE! “SHIP UNIVERSAL” | 
= DIVISION OF THE UNITED STATES FREIGHT CO. ; = 
= 53 W. Jackson Blvd. 40 Rector St. = 
= Chicago, Ill. New York City,N.Y. 
Sl RA 
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NATURAL HARBOR Gvwves 


S hippin g 
Dispatch 


IN THE year 1818, buccaneer Jean La 
Fitte chose Galveston Island as his base. 
From there his ships could reach the sea 
in shortest time. An able seaman with 
business sense, he recognized in swift 
movement the basis of profit. 


Today, too, Galveston’s on-the-sea har- 
bor means profit to shippers. Ships reach 
the open sea in forty minutes! Enlarging 
this natural advantage is an ideal port 
layout. There are 4 grain elevators, 32 
piers, 30 warehouses on 2% miles of 
waterfront—all tied together by 51 miles 
of switch track. The wise placement of 


EXECUTIVES 


The Shippers Digest of Galveston, a semi- 
monthly publication, quotes sailing dates to 
foreign and domestic ports. Contains ship- 
ping news and other useful facts. Free! 
Write to the Galveston Wharf Co., or the 
Chamber of Commerce, Galveston, Texas. 
Traffic problems invited. 


foatveston 





PORT 


OF 





Birdseye view of harbor. A 1,200-foot channel with a 35-foot ruling depth 


rails and structures simplifies transfer and speeds 
cargoes from car to ship. 


Back in 1854, the Galveston Wharf Company was 
established to co-ordinate all activities. Now partly 
owned by the City of Galveston, it supervises han- 
dling, storage, financing, shipping. One manage- 
ment assures centralized control without red tape. 
This means efficiency and economy. 


5] GALVESTON is on the open sea—America’s 
OY Port of Quickest Dispatch. A safe and protected 

4 harbor, one of the finest on the Gulf. Vessels 
enter and depart day or night. Here freight 
cars meet steamers at shipside and cargoes are 
handled in the shortest possible time. 





OF rate. 
SD 
iIweZe RRRER 


Consider this pivotal city as a manufacturing or distributing point 





“DISPATCH 


QUICKEST 
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Chicago Aurora and Elgin 


Announces 
NEW FAST FREIGHT SERVICE 


Some Important Features: 


1. Local pickup and delivery 2. Overnight delivery 


service, by motor truck, in all 
communities on the Chicago Aurora 


and Elgin, including Chicago! 


of freight, to and from 
Chicago—whether a pound 


or 100 tons! 


3. Close connections with 


fast merchandise trains 
leaving Chicago for all points 
in the United States, Canada 


and abroad! 


A= overnight freight service to and from 
Chicago, including pickup and delivery, is 
now offered to all shippers desiring quick trans- 
portation of merchandise. 


Under this new and faster service, freight picked 
up before evening will be delivered in Chicago 
the following morning. Overnight delivery is 
also made on shipments from Chicago to points 
on our lines. Regular railroad class rates—with 
minimum charge of 75c per shipment. 


Pickup and delivery service is provided in Elgin, 
Aurora, Batavia, Geneva, St. Charles, Warrenville, 
Wheaton, Glen Ellyn, Lombard, Villa Park, Elm- 
hurst and intermediate 
points on the railroad. 
It is also furnished in 
Chicago, in the zone 


Have our Traffic Representative explain this new service 
in detail. Merely drop a letter to Traffic Manager, Chi- 
cago Aurora and Elgin Railroad, 1539 Edison Building, 


bounded by Lake Michigan on the East, 63rd 
Street on the South, Montrose Boulevard on the 
North and the Chicago City Limits on the West. 


On shipments going beyond Chicago this service 
saves valuable time! Freight picked up before 
evening is delivered to connecting carriers in 
Chicago the day following and leaves that night 
in fast merchandise trains. On these beyond 
Chicago shipments, current railroad rates apply 
—and include either a pickup or delivery in our 
territory. 


Station-to-station service on class and commod- 
ity rates will also be maintained for those desiring 
to deliver to and receive 
from freight stations. 
Minimum charge 50c 
per shipment. 


Chicago, and a representative will call—or telephone 
local freight offices, Elgin 2303 or Aurora 4207. 





Aa 
AURORA AND ELGIN| 


> RAILROAD/@ 
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Unusually low labour costs, economical operating ex- 
K & OT ORIES penses, with the possibility of increased tariffs make 
manufacturing in England highly profitable. We have 


many attractive sites and factories available. Power and 


water supply, express freight train services, and motor 
AN $3 ~~) | t Es truck facilities. 


Manufacturers who are considering the installation 
of plants in England are invited to consult the special 
IN department of the Great Western Railway. 


The Great Western Railway serves London and dis- 


trict, manufacturing towns in the North and West of 
EN L England, the Industrial Midlands and South Wales. 
G A N D Its lines are in constant touch with most of the im- 


portant ports; they act as arteries of the agricultural 





region and England’s coal fields, industrial and manu- 
facturing centers. 


Such strategic coverage is but one of the many bene- 
Gre at fits obtained by locating on the system of the Great 
Western Railway. And, in addition, American manu- 
facturers can effect substantial savings in operating 
Ww. t costs by taking advantage of the Great Western Rail- 
e % e& r n way’s moderate freight rates and of the private sidings 
which are installed as direct tributaries of the main 
trunk lines. 


* 
R ali | w a y Full information from C. Rayner-Smith, General 


Agent, Great Western Railway of England, 500 Fifth 
OF ENGLAND AND WALES Avenue, New York, N. Y. 
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“Its Important 
Role in 
Foreign 


Trade” 


















BALTIMORE. . 


—The most Western of 
the Eastern Ports 


—The most Northern of 
thegSouthern Ports 


—The most Southern of 
the Northern Ports 


The pamphlet illustrated describes 


the new Port Covington Terminal, M A * y | A N [) 
includes map of Baltimore Harbor, 

as well as the railroad lines. In 

addition, it lists a number of class R A : | W A y 
anes. Copy 7 promptly aaa Short Line To and From the Middle West 

request STANDARD OIL BUILDING, BALTIMORE, MD. 








